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American Railroad Journal. 





Saturday, April 10, 1852. 


Mr. Quincy and the Vermont Central 
Railroad, 

We have received a copy of Mr. Quincy’s re- 
cent letter to the stockholders of the above compa- 
ny upon the subject ot his recent difficulties with 
their directors. He commences by reciting the 
motives that induced him to accept the post of 
Treasurer of the company, which are stated as fol 
lows :— 

On the 24th day of July, 1849, Ex-Governor 
Paine of Vermont called upon me, and requested 
me to take the office of Treasurer of the Vermont 
Central railroad, of which he was President I at 
first decidedly refused. I wished for no addition to 
my income, and was not inclined to involve myself 
in so vast an undertaking. 

I was afterwards urged by members of the board 
of directors of the Vermont Central, and by emi- 
nent men, interested in the whole line of northern 
roads, to accept the office. 

I was reminded of the important enterprises al- 
ready accomplished—that the South Cove which 
added seventy acres to the territory of Boston, and 
the Western railroad which bad added millions to 
its property, had been carried through, in large 
measure, by my credit and influence—and that be- 





sides many other public works of minor impor- 


tance my exertions had greatly contributed to the 
introduction of the waters of the Cochituate, which 
had given health and purity to my native city.— 
One great enterprise, I was told, alone remained— 
the connection of Boston by railroad with Lake 
Ontario at Ogdensburg, and with the St Lawrence 
at Montreal. 

An opportunity, it was said, was thus offered, 
such as no man had ever had before, or would have 
again, of advancing the prosperity of the city and 
of all New England. 

I was told that my acceptance of the office of 
Treasurer would insure the immediate completion 
of this great enterprise, and that | should save the 
proprietors of the stuck in these roads from an al- 
most total loss of their investments. 


At the time of accepting his trust, Mr. Quincy 
states that the directors of the company represented 
to him that the debt of the company was only about 
$250,000 above the assets, and thatthe further sum 
of $1,580,000 only would be required to complete 
the Central, and the Vermont and Canada roads. 
Under these representations, and by the advice of 
the leading capitalists of Boston, he accepted the 
office. 

At the time of assuming the duties of Treasurer, 
the work upon the Central road had been nearly 
suspended, for want of funds. The Vermont and 
Canada had not been commenced, and Mr. Quin- 


-jcy claims, that but for his efforts, the latter road 


could not have been opened for years. 

The finances and credit of the company being at 
a very low ebb at the time of Mr. Quincy’s ap- 
pointment, and he being looked upon as the only 
available person who could resuscitate the con- 
cern, he claims, and shows pretty conclusively, 
that a carte blanche was given him to use the secu- 
rities and credits of the company, and in such a 
manner as he saw fit; that he might pledge them 
for his own individual liability, provided such a 
step became necessary to provide means for the 
company. It is under this understanding that Mr. 
Quincy holds, and refuses to surrender a large 
amount of the company’s bonds, which have been 
pledged for his own liabilities. 

But what seemed to be all sunshine in the be- 
ginning, soon settled into a storm. Instead of the 
sum of $1,580,000, stated by the directors as neces- 
sary to complete the road, there has been raised 
the sum of $4,750,000! Some idea may be form- 
ed of the condition of the company, and the nature 
of Mr. Quincy’s duties, from the fact, that from 





the Ist of September, 1849, to Jan. 1, 1852, a period 


—— . 
of 28 months, his cash payments amounted to the 
sum of $31,000,000!!! The payments were chief- 
ly for money borrowed. It was fer the use of the 
bonds of the company as security for his own -lia- 
bilities, that led, as we understand the matter, to 
the breach between Mr. Quincy and the directors, 
That Mr. Quincy has lost largely by his connec- 
tion with the road, there can be no doubt. He is 
a large holder of the stock, which he purchased 
at a much higher figure than the present market 
rates, but it does not appear that he supposed.at 
the time of the purchase, he was paying more for 
his stock than its worth. 

The company claim that having paid all the li- 
abilities incurred by Mr. Quincy on behalt of the 
company, together with his stipulated salary, he 
having relinquished all claim for additional com- 
pensation for endorsing the company’s paper, that 
he has no right to retain its property, having 
been virtually removed from the office of Treasu- 
rer. On the other hand, Mr. Quincy claims that 
having had a full right to pledge the securities for 
his own liabilities, has a right to retain them, till 
all the equities between him and the company are 
adjusted. Mr. Quincy complains that he hasbeen 
very badly treated by the directors, on the misrep- 
resentations that have been made to him; in being 
removed from his office at the moment the finan- 
cial difficulties of the company had been surmount- 
ed, and that, too, by his own efforts; and by having 
his name trumpeted to the world, as the cause of 
the repudiation of the company’s liabilities, and 
winds up by declaring his willingness to submit 
the whole matter in dispute to the arbitration of 
disinterested men. 

The above is in brief the substance of Mr, Quin- 
cy’s letter. We presume it will be followed by a 
reply, in which the other side of the story will be 
told. But from Mr. Quincy’s statement itdoes not 
appear to us how he could have lost money by the 
company, except by the purchase of its stock, and 
by neglecting his own private affairs. Against 
this we presume will be urged the fact that his 
mistakes are those of his own judgment, for which 
the company shall not be liable; that if he was sat- 
isfied to serve the company for a salary of $5,000 
per annum, he can have no just claim for what he 
suffered by neglecting his private business. 

The truth of the whole matter we suppose is 








mainly this, Mr, Quincy looked upon the Central, 











ad as a very promising enterprise; that he be- 


lieved himself able to carry it through; that he en- 


and the 
7 by in- 
ai Out equal to 
3, instead of los- 
P never have 
heard of any difficulty between himself and the di- 
rectors. But every one who has had anything to 
do with the Central road, has lost money by it, and 
consequently is in the best possible humor to quar- 
rel with somebody else. Inthe management of the 
Central road there has been grievous misconduct 
somewhere, and the contest now is tosee who shall 
be made the scape-goat for its many sins. 

Mr. Quincy went into the concern with a double 
motive, to make money, and to aid the completion 
of what he belicved to be a highly important and 
laudable enterprise. That he acted from any but 
an ‘honorable motive, we do not believe. That he 
grossly deceived himself in reterence to the results 
predicated upon the work, there is no question; 
but his error was shared by nearly all the shrewd- 
est'men’of Boston. That he has any legal redress 
against the company, we doubt. Whether he has 
not an equitable claim, is by no means so clear. 

But Mr. Quincy’s skirts are not entirely clear. 
We presume that his reputation as a railroad man 
and his high standing in society led a great many 
persons to invest in the Central road, upon his rep- 
resentations, that it would prove another western 
road, and that it could not fail to pay handsomely 
intheend. We believe that the subscriptions to 
the stock at 50 and 30 dolls. a share could not have 
been effected without his efforts, and the credit at- 
tathed to his statements. He has placed these men 
in the same category with himself; and if they 
have no remedy, why should he be entitled to 
any? 

Mr. Quincy and the road have fallen a sacrifice 
to the delusion upon which the city of Boston has 
‘wasted vast sums of money, that of making her the 
exporting port of the produce of the west. Some 
few men who early acquired reputations as being 
safe guides in railroad matters, assumed as proved, 
the ability of that city to compete successfully with 
New York for the western trade. It was upon this 
assumption that the Western railroad was built.— 
As that failed to accomplish the object intended, 
they tarned their attention in another direction, 
and convinced the public, that the reason why the 
Western road failed to secure the object of its con 
struction, was the fault of its route, and not of the 
idea upon which it was based. So they went to 
work to open a route by the way of Lake Cham- 
plain. The success they have met with in their 
last efforts is the best commentary upon the sound- 
ness of their schemes. The city of Boston is per- 
haps the better off for having built the Vermont 
Central railroad, notwithstanding all she has suf- 
fered by it. But she should no longer delude her- 
self by acting upon an idea which has no founda- 
tion in the nature of things. 


Pennsylvania, 

The citizens of Allentown and Pottstown are 
moving in the matter of a railroad connection be- 
tween these points, to connect with the Reading 
‘ yoad at the latter town. In relation to this route, 
the Pottstown Ledger says: 

Tt will require but 28 miles of the new road to 
connect Allentown with Philadelphia, and as al- 
most the whole route is very favorable for its loca- 
vq it will cost not more than $500,000. The tra- 

and freight thereon, in the event of its con- 


struction, would not k, to pay a 
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handsome dividend. ‘I'he transport of coal, lum- 
ber, lime, iron, flour, and merchandise, would be 
i b 
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the of our State. It will be recollect- 
ed, alse s route will bring Allentown 20 
miles m elphia than the route via Eas- 


ton, and New Jersey. roads,” 


Statistics of Railroads in the United States, 


Census Orrice, WASHINGTON, 
March Ist, 1852. 


In compliance with your request, I proceed to 
answer your inquiries concerning railroads in the 
United States. 

The number of miles of railroad in operation in 
the United States, January, Ist, 1852, was as near- 
ly as can be ascertained, 10,814}. At the same 
time there was in course of construction an extent 
of railroad amounting, according to. the most re- 
liable estimates, to 10,8984 miles. By far the 
greatest portion of the lines commenced, but now 
incomplete, will be finished within the ensuing 
five years. ‘he length of railroad brought into 
operation since January Ist, 1848, is 5,224 miles. 
Withina the last year 2,153 miles have been finish- 
ed. Nearly all the lines in progress have been 
commenced since 1848. It is supposed that from 
one thousand miles additional to the 10,898 now 
ixnown to be in progress will be put under contract 
during 1852. 

There never existed greater activity in the mak- 
ing of railroads in the United States than at the 
present time. Many of the lines projected have 
taken the place of plans for the construction of ca- 
nals and turnpike roads, Accordingly, these works 
of public improvement are not prosecuted with the 
same ardor and energy as formerly, although much 
activity exists in the construction of plank roads. 
The labor and capital which they would require 
are absorbed in the numerous and almost colossal 
schemes of railroad building. Since 1848 the ex- 
tent of railroad opened for travel and transporta- 
tion has nearly doubled, and there is reason to be- 
lieve that the increase in the length of road brought 
into use will not be less rapid during the next 
period of four years. By the year 1860, we may 
expect that the territory of the United States will 
be traversed by at least 30,000 miles of railroad. 

It is very «litficult to form an estimate of the av- 
erage expense per mile of building railroads in the 
United States. In fact, no average can be assum- 
ed as applicable to the whole country. The cost 
of the roads in New England is about $45,000 per 
mile; in New York, Pennsylvania and Maryland, 
about $40,000. But in the interior of these States 
the surface of the country is bruken, rendering the 
cost of grading very heavy; and nearer the sea, 
wide and deep streams interrupt the lines of travel, 
and make the expense of bridging a serious item. 

In New England, and the more densely inhabited 
parts of all the old States upon the Atlantic, as in 
all European countries, the extinguishment of pri- 
vate titles to the real estate required for railroads 
frequently forms a large part of the expenses in- 
cluded in the item of construction. In the South- 
ern States and the valley of the Mississippi $20,- 
000 per mile is considered a safe estimate. There, 
in most cases, all the lands necessary for the pur- 
poses of the companies are given them in conside- 
ration of the advantages which private proprietors 
expect from the location of the roads in the vicini 
ty of their estates. 

In many of the Western States the cost of grad- 
ing a long line of road does not exceed $1,000 per 
mile, the cost of timber amounting to nothing more 
than the expense of clearing it from the track. For 
these reasons, the expense of building railroads in 
the Southern and Western States is now much less 
than it wil be when the country becomes as dense- 
ly settled as the older States of the Union. 

The Central railroad of Illinois is an enterprise 
which furnishes a remarkable example of the en- 
ergy and spirit of improvement in the new States. 
illinois’ was admitted into the confederacy as a 
State, in 1818, with 30,000 inhabitants. It has 55,- 
405 square miles of territory, and a population, ac- 
cording to the census of 1850, of 851,470 The 
Central railroad is to extend from its southwestern 
extremity, at the confluence of the Mississippi and 
Ohio rivers, to the north line of the State, with two 








diverging branches, and is to be six hundred and 
eighty miles long. The cost is estimated at $20,- 
e w 






probabi 
menced with lities for executing the plans 
of its projectors that there is no reasonable doubt 
that it will be finished within a few years. 


Mr, Asa Whitney proposed, to-construct a rail- 


road from St, Louis, or some cther piace on the 
Mississippi river, to the Pacific ocean, terminating 


‘either at San Francisco, in California, or at the 


mouth of the Columbia river in Oregon. He so- 
licits the patronage of the national government for 
this prodigious work, and petitions for the grant of 
a tract of land equal in extent to sixty miles in 
width by two thousand milesinlength. His plans 
were first laid before Congress in 1842, and he has 
since-been continually occupied in recommending 
them to the favorable attention of the government 
and the people, with great ability and zeal; but 
with what success remains yet to be seen. With- 
out expressing any view with reference thereto, it 
may be said that his project is generally consider- 
ed impracticable, from the fact that of the two 
thousand miles of territory which his route across 
the country must traverse, a large portion consists 
of desert or of sterile and very elevated mountain 
districts, in which can be found no materials of 
construction, and which would afford no bnsiness 
for the support of the road, were the difficulties of 
building it overcome. Many intelligent men, how- 
ever, are convinced of its practicability and expedi- 
ency. 

The railroad system of the United States may 
be considered to have commenced in 1830. The 
first one’ put in operation was a short road built 
for the transportation of ice from a small lake to 
the sea, in the State of Massachusetts, The length 
of this work was four miles. It was finished in 
1830. In the same year the State of South Caro- 
lina caused to be commenced a road from Charles- 
ton, its principal port, to Augusta, in Georgia. The 
distance is 135 miles, The work was finished in 
1833, at the very remarkably small cost of $1,336,- 
615, which sum included also the expense of fur- 
nishing the road with engines and passenger and 
freight cars, and all other necessary equipments, 
This was the first railroad of any considerable 
length constructed in the United States, and it is 
believed to have been the cheapest and most suc- 
cessful. 

The longest continuous line of railroad in the 
world, and that. in which the construction of the 
greatest natural obstacles have been overcome, is 
that which extends from the Hudson river, through 
the southern counties of New York, to Lake Erie. 
Its length is four hundred and sixty-nine miles, and 
it had branches of an aggregate additional length 
of sixty-eight miles, Nearly its whole course is 
through a region of mountains. The bridges by 
which it is carried over the Delaware and Susque- 
hanna rivers and other streams, and the viaducts 
upon which it crosses the valleys that intercept its 
route, are among the noblest monuments of power 
and skill to be found in our country. The most of 
these v orks are of heavy masonry, but one of them 
is a wooden bridge one hundred and eighty-four 
feet in height, and having but one arch, the span of 
which is two hundred and seventy. five feet. One 
of the viaducts is 1200 feet long and 110 feet high. 
The aggregate cost of this important work was 
$23,580,050, and the expense of the construction 
was $43,333 per mile. The road was originally 
suggested in 1829; a company was organised in 
1832; surveys were made in the same year, and 
operations were begun by grading a part of the 
route in 1833, It was finished in May, 1851, and 
opened with great ceremony, for travel and trans- 
portation in that month. The state advanced six 
millions of dollars toward the work, and afterwards 
released the company from the obligation to pay 
the loan. It will thus be seen that the execation of 
shis great improvement was pursued through nine- 
teen years, and it was not accomplished without 
calling into requisition both the resources of the 
state and the means of her citizens. 

In the infancy of the American railroad system, 
and for ten years thereafter, it was the rule to ex- 
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tend to every important enterprise of that charac- 
ter the assistance of the state in which it was to be 
built. 

Pennsylvania, Michigan, Illinois; Mississippi- 
and some other states, adopted extensive systems 
of improvements, consisting of railroads and ca- 
nals, which they pursued uatil their credit failed ; 
an event which happened in most cases before any 
of the works had been completed and prought into 
profitable use. But the general practice was to 
charter companies, each of which was charged with 
the execution of some particular work, and to aid 
them by loans of state stocks. Although this prac- 
tice has fallen into so much disfavor in some of 
the states, that the. citizens have incorporated in 
their constitutions articles prohibiting advances by 
their legislatures for such purposes, it is yet con- 
tinued by others, and Virginia, Tennessee, and 
other states, are now prosecuting expensive works, 
considered essential to their prosperity, by means 
of advances from their respective treasuries. 

In the year 1850 Congress passed an act, after a 
very protracted discussion, granting to the State of 
Illinois about 2,790,000 acres of public lands to aid 
in the construction of the Central railroad, to which 
allusion has been before made. This magnificent 
donation is reckoned by the company to which Illi- 
nvis has confided the building of the road, to be 
worth $18,000,000. This was the first instance in 
which the aid of the national government had been 
extended to a railroad project. 

But since the above grant, innumerable appli- 
cations have been made trom all the new states for 
cessions of. land for railroad purposes, Whether 
such further aid shall be extended is now a much 
agitated question in American politics. Bills are 
pending in Congress proposing to cede for these 
purposes about 30,000,000 of acres. 

he foliowing table presents, in a convenient 
form some of the principal facts connected with 
railroads in the U. States on the Ist Jan., 1852:— 
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States with® £2 98 8B ‘$5 
railroads inSSSses —=5 | ‘2 3 
operation Orang wes O38 5 2 
in process of = 85 =°8 oa a ss 
construction. SSSSEZ <5 wh As 
Maine...... . 315 127 30,000 583,188 19,44 
N.Hamp.... 489 47 9,280 317,964 34,26 
Vermont..... 380 59 10,212 314,120 30,76 
Mass .......1,089 67 7,800 994,499 127,49 
R.Island.... 50 32 1,306 147,544 112,97 
Connecticut... 547 261 4,664 370791 179,33 
New York...1,726 745 46,000 3,097;394 67,33 
New Jersey.. 226 111 8330 489,555 58,84 
Pennsylvanial,146 774 46,900 2,311,787 50,28 
Delaware.... 16 11 2,120 91,535 43,18 
Maryland... 376 125 9,356 583,035 6231 
Virginia.... 478 818 61,3521,421,661 23,17 
N. Carolina. 249 385 45,000 868,903 19,30 
S. Carolina. 340 298 24,500 668,507 27,28 
Georgia..... 804 229 58,000 905,999 15,62 
Alabama 121 190 50,722 ‘771,671 15,21 
Mississippi.. 93.273 47,156 606,555 12,85 
Louisiana... 3... 47,156 606,555 12,86 
Texas...... .. 32 237,331 212,592 89 
Tennessee... 112 748 45,609 1,002,625 21,93 
Kentucky... 93 414 37,680 982,405 26,07 
Ohio........ 828 1,892 39,964 1,988,408 49,55 
Michigan... 427 ...° 56,243 397,554 7,07 
Indiana. .... 600 915 33,809 986,416 29,23 
Illinois, .... 176 1,409 55,405 851,470 15,36 
Missouri ... 515 67,380 682,043 10,12 
Wisconsin.. 20 421 53,924 305,191 5,65 





10,814 10,898 

Nearly parallel to the Atlantic coast of the Uni- 
ted States, from Maine to Alabama, runs the range 
of mountains known as the Allegheny chain. The 
eastern bases of these mountains are not distant 
from the seaboard more than a hundred miles, and 
they form a very formidable obstacle to the con- 
struction of railroads between the great eastern 
cities and the interior. In nearly all the great en- 
terprises which have been undertaken with the 
view to affect such connection, great additional ex- 
pense has been incurred to overcome or eee 
this mountain barrier, In the plan first adopted for 
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the general system of State improvements in Penn- 
sylvania it was proposed to effect the ‘crossing of 
the Alleghenies by means of inclined planes, with 
powerlul stationary engines at the sammits. ‘These 
planes wer2 built and have been used for several 
years, until experience proved that their operation 
was too slow and too expensive to maintain a suc- 
cessful competition with other methods of convey- 
ance, and other improvements have since been fia- 
ished designed to supersede them. The railroad 
from Baltimore to the Odio river is carried overa 
passage in these mountdins where the elevation is 
upwards of three thousand feet, and a part of that 
height is overcome by tunnels, varying in length 
from one-sixteenth to four-fifths of a mile. The 
road from New York to Albany, along the banks 
ot the Hudson, has three tunnels. The greatest 
work of this kiud yet proposed in the United States 
is the tannel through the Hoosack mountain, which, 
if executed, will be four miles in length, and filteen 
hundred feet below the summit of the ascent. The 
cost is estimated at $2,000,000. On the road from 
New York to Lake Erie tunnels have been avoid- 
ed by very expensive works, which overcome as- 
cents of 1,400 feet. 

No authentic statement has ever been given of 
the capital invested in the railroads of the United 
States, but we have the means of forming an esti- 
mate upon which much reliance may be placed.— 
The railroads in operation at the beginning of the 
present year may be assumed to have cost $348,- 
000,000. The amount invested in the lines under 
construction, it is impossible to estimate with even 
an approximation tocorrectness. Their cost when 
completed will be considerably less than that of an 
equal length of road now in operation, for the rea- 
son that the greater number of new or unfinished 
lines are in the West and South, where, as has 
been shown, the cost of construction is far below 
what it is in the Northern and Eastern States. 

The managemeat of the American railroads is 
entirely distinct fromthe administration of govern- 
ment. Their concerns are managed by corpora- 
tions, which consist of a president, secretary and 
directors. Each of the directors must own a cer- 
tain amount of stock. They are chosen by the 
body of stoekholders, who have votes in proportion 
to the number of shares they hold. The directors 
choose one of their body president, and appoint the 
secretary. The president and secretary have gen- 
erally liberal salaries, but the services of the direc- 


»€9| tors are gratuitous, 


The rate of speed on our railroads is not so great 
as on those of England. The ordinary velocity ot 
a passenger train is twenty miles an hour, but on 
some routes it is as high as twenty-eight and thirty 
miles. Express trains, on such cecasions as the 
conveyance of the President’s message, frequently 
maintain for long distances as high a speed as 
forty-five miles an hour. And one road—that be- 
tween New York and Albany—forty-five miles per 
hour is the regular rate for all passenger trains. 

The fares or rates of passage are not uniform.— 
In New England, the average price per mile for 
the conveyance of' passengers is under two cents; 
from New York to Boston it is two and tour tenths; 
from New York to Philadelphia, three and four- 
tenths; from Philadelphia to Baltimore, three and 
one-tenth. From New York to Cincinnati, the dis- 
tance is 857 miles by the northern route, of which 
143 miles are travelled by steamboat. The price 
of passage for the whole distance is $16 50, being 
slightly under two cents per mile. The lines be- 
tween Baltimore and Cincinnati, soon to be open- 
ed will, be 650 miles in length, and the fare will be 
$13; that is, two cents per mile. 

Believing that the history of the origin, condi- 


tion, and extent of the railroads in the United|O 


States forms one of the most important subjects of 
statistical investigation, and one net generally un- 
derstood, I have devoted a portion of my time to 
the preparation of a ee history and detailed 
statement respecting each of the railroads in the 
United States, to accompany the other statistics to 
be embraced within the seventh census; but, as 
Congress may exercise their right of abridgin the 
work on this and other subjects, it is impossible, in 
advance, to say what the census, when published, 
will contain. I enclose to you herewith.a copy of 


the census of yon tr we prepared in advance, for | Wool 


teasons which will appear in its preface, 
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our most obedient servant, ee ae 
. im C. G. Kenneby. 


Jules Coutih, Minister Public Works, Paris. 





Debts of the States. 


I have the honor (o be, sir, with great respect,» 


7 


The public debt of the United States and of the 


several States, which we give below, is taken from. 


the returns of 1850: ; 
United States.... dcsdivees cose vases esQO4 SRR 99Ge 
Maineg.... sees cess eee ee ee eeee eeeee 000. . 
Massachusetts. ....ceees cece cece sees 6,092,047 
New VWotlticsc:cv. casts inuw- satel A ig 
New. Jeraey vis icistes 55:35 & SOUR ; 
Pennsylvania .... cess ee coccccccccce 40,424,707 
Maryland sviiiis se cats ode toaul eeee ee 5,900,000 
Virginia .... .ceecee oe we cece cecee ss 14,400,507 
North Carolina. <2 ccc visas set ene 977 





South Carolina........ 2.22.0 3,622,039 
GeOrBia cece css. esssinscs ccd cesta Te 
some dusa oad diids cnbsivewse bite’ 10,385,938: 
MIDS 6c do weedcaeuavia wows oo Ft ; 
Leuliieas Hide Seocicdsiidn de lke hee’ 1eaae aE 
TORAR. woos ccice cecccecdccsd cock voce Ma 
Arkansas...... one vets CCE SSUOeeE 862,172 
Tennessee ....cccce cecccces secsctee st) pean 
ere 4,531,913 
Obie. ics cts é énen.caecssntcnqnveseune 19,1 
Michigan .... ccc ces cscs cece ccoses) Sane 
CRGTANG acc te nevess case auen aan 6,556,437 
ae 6kss evhgeteens ae «- 16,612,795 
RGU se ccc ciss ccumntieinl aeakat 261 
WOW 6 i6 dodo Seteese. cece seenteees ie 55,000 
Total, 1900.05 vesdiviesiv vtadided $275,480,676 
Weta, Mice nc caweass cose coceee 198,819,796 
Increase in seven years......... $76,661,940 


This shows an increase of about 30 per cent in 
seven years, and returns for 1851 will show an ad- 
dition to the public indebtedness of 1850 ef more 
than forty millions of dollars. 





Miamiand Erie Canal--Reduction of Tolls. 

The Board of Public Works have fixed the fol 
lowing rates of toil, to be charged on the Miami 
and Erie canal, commencing April 1st, 1852, which 
we compare with the rates charged last year, in 
order to show the extent of the reduction. The 
tolls are on each 1000 lbs. and in the same propor- 
tion for a greater or less weight. 


Articles, 1852. 1851, 
Each Whole Each Whole 
mile. distance, mile, dista’ce, 
mills, cents. mills. cents. 

Bacon..... +6sudadanele 40 

Barley..... sees seee.-4 40 

Buckwheat..... wanna’ 4 40 

I nn 4 teen agin On 40 

Coiton [raw, in bales}.4 40 

CRDicce coneteanaaae 40 

Rida ased seenaee 5 70 

Domestic spirits...... 5 80 1 

Ns cucdédecanaacon 40 

Grindstones.......... - S 

NNER dace cadeacese 

Hen rape ay 

Iron [pig and scrap]... 4 

RRS 4 40 

Malt . ocuslueal avaat 40 

GE ecds sceécteeult 40 

Marble [unwrought]}..4 40 

GN deo cone” 40 

TIM inant Shee e one 50 


AAAM IA AIOAAAAA IAAI aannIDaan-1H-! 


WRB nce cone cose cesue 30 
Oils, of all kinds..... 4 50 
Deneted 6adécs nave 4 40 
PODCT.. ccc cove side ve a 40 
DRO bo dknsercccnsucntn 40 
GRE dh n0.conmcapee® 40 
Seed domestic [except 

Clover. 2.22 02 e004 40 
BUgAr. 2.00 cceciccenos4 40 
arenes eee ry 50 

obacco [leaf........4 40 P 
Wheat.... seh oaia uae 50 

sere rere Pg 70 i Sek 


Between Cincinnati and Dayton special rates 


5 


wats 


@oeess seceecesessesagessesesess 
Bs ? : 








' Length of side 





ree two mills per 1000 pounds per 

on all articles trom Cincinnati to Dayton, and hal 
a mill per 1000 pounds per mile, from Dayton to 
Cincinnati. 





Ohio. 

Cleveland, Columbus and Cincinnati Railroad.— 
The annual report of this company, made on the 
14th of January, has been published. From it we 
learn that the entire cost of the road, its appurten- 
ances and equipments, as represented by capital 
stock, funded and unfunded debts, - to the 30th 
November last, is $3,025,888 27. Of this sum, 
$114,165 56 were borrowed from the earnings of 
the road, and is, therefore, a debt owing to the com- 


Pathe gross sum includes the cost of surveys, right 
of way and land damages, cost of work and mate- 
rials, machinery, depot grounds and buildings, in- 
terest on money paid in on stock, interest on bonds 
and all other debts of the company, discount and 
commissions on sale of bonds, salaries, and all in- 
cidental expenses. 

The was opened regularly for business on 
the Ist of April, 1851, and its gross earnings from 
that time to Nov. 30th, amounted to... $466,317 29 
Deduct running expenses............ 167,342 28 


Net earnings ............. e000 eeee.+ 298,975 O1 

A div‘dend of 8 per cent. has been declared, and 
a fund of $72,611 27 reserved tor contingencies, 
and to insure regular dividends. Few roads have 
been more prosperous than this. 


Ohio. 

Cleveland and Columbus Railroad.—We gather 
the following items in reference to the above com- 
pany from the superintendent’s report :— 

Characteristics of Road. 
Length of straight line in main 

track.... eeeeeeee eeee eeeeee .124 86-100 Miles. 
Length of curved line in main 

bia chie deco cee eeee eee 10 41 se ¢ 
Total length of main track......13527 “ 

” einen. Guu * a8 

“ “ Delaware curve...... 552 * si 
Total length of track..........14929 “ “ 
# “ level grades.... 1785 “ S 





From level to 10 feet per mile... 4679 “ “ 
“ 10 “ 15 “ soa 56 66 “ “ 
“ 15 “20 “ Sa 5 32 “ “ 
“ 20 “ 30 6c ve 1 50 “ cc 
it 30 ec 40 iy wane 6 75 if te 

“ “ 60 “ in 
City of Cleveland..... 540 “ “ 


Total degrees of curvature.... ..643, 
All grades exceeding 20 feet per 
mile, and 3774 degrees of cur- 
vature, are within 44 miles of 
Cleveland and two miles of Co- 
lumbus. 
Total rise going south..........81638 “ 
’ *  north..........65458 “ 
Total rise and fall.............147096 “ “ 
Length of wood bridges. .... ....200 ER 
Length of iron bridges built and 
in process of construction..... 615 = 
of stone viaducts........600 . 
Number of stone culverts less than 
20 feet span .... ....ceee sees. 215 
Receipts. 
The receipts of the road for six months ending 
Nov. 30th, 1851 have been as follows :— 


For Dixons eensséaeapec ceckeeeel. ae 

For freigh pap, eeeererrrgs FF 

Mail and express.... eeee eeeeeeee eee 16,417 16 

Total... seceecceee cece cece oo «341,680 96 
Passengers Transported. 


Throtagh 2... 2... cece cece cece sececeee ss 46,165 


Total.... eeee cere eeee reese eeee eee -- 102,366 
Schedule of Freight Transported. 

Miles run by Beige freight trains. 143,242 

Gravel and other tals, estimated.....,-. 14,000 


Total miles TUM cove veescoes cece o066157,242 








mile, 













Repairs of track... ....,s2. eee. eee! 092 54 
Ms aks aebh th exes 13,751 93 
= - cars, eere sere vere cease eeese 5,481 83 
Transportation expenses..... Staion webs 18,961 48 


Station expenses.......,.00e..eeee04 13,323 34 


General expenses............seeeeeee 9,021 92 
Gratuities for stock killed............ 1,554 97 
Oft Gnd WaSte soo. oo. cece cence ccccses 0,449 09 
RUE. deka > cantnée tx obs ane Waa’ 90 we» 14,437 19 
Damages to Merchandise.,........... 1,037 39 


Total CeCe CCH sees sere sees eoee 110,711 68 

To this should be added for deteriora- 

tion of superstructure, cars, engines, 

CHE. 200 sree pene socanege 20es-cspeq WIOMNO OO 
Total expense chargeable to 6 months’ 

WIND ones bone. sashacenr cace.ccns, Sem eee. OF 
which is about 37 per cent of the gross income. 

Financial Statement of the Co. 

Construction, includ- 

ing ell expenditures 

ROBO dees $2,718,471 89 
Cars and engines.... 289,544 59 
—_——- $3,008,016 48 





ASSETS, 
Cleveland and Cin- 
cinnati Telegraph 











company stock.... $3,000 00 
Real estate.......... 9,217 73 
Advances for building 
CAT BOD. 0.0.000hi00 ; 3,700 00 
Bills receivable...... 1,955 15 17,871 79 
$3,025,888 27 
Stock issued........ $1,302,812 09 
Contributions for pre- 
liminary surveys.. 1,462 59 
Mortgage bonds..... 900,000 00 
Otherconvertibleb’nds 484,200 00 
Other bonds not con- 
vertable.... ceeeses 103,200 00 
Bills payable and oth- 
er liabilities....... 120,048 03 
Borrowed from earn- 
INQS.eeeseseeeeees 114165 56-————_—— 
$3,025,888 27 
Gross earnings to June 
E, Wt ac66 se0casae $124,636 33 
Running expenses to 
June 1, 1851....... 56,630 60 
- $68,005 73 
Gross earnings from 
June Ist todate.... $341,680. 96 
Running expenses... 110,711 
$230,969 28 
$298,975 01 
Amount carried to 
credit interest ac- 
count to June Ist... $68,005 73 
Amount carried to 
credit interest ac- 
count to Dec. Ist... 54,500 00 
First dividend of 4 per 
BONE o.06.0000.5000 00 51,006 49 
Special interest of 4 
per CeNt.... seen 51,006 59 
Balance to surplus 
and contingent ac- 
COUN «000 cesen ence 74,456 30-——_——__—_ 
$298,975 01 





Albany and Susquehanna Railroad. 

A meeting of the Common Council of Alban 
was held on the 26th inst., on the subject of the bill 
now before the Senate, authorising the city to sub- 
scribe five hundred thousand dollars tothe stock of 
the Albany and Susquehannarailroad. Resolutions 
were adopted adverse to such subscriptions, as ad- 
verse to the uniform policy of the city, and a draft 
of a bill as a substitute for the one now before the 
Senate was agreedto. This substitute provides for 
the issue, with the consent of a majority of the tax 
payers, of one million dollars in city six per cent. 

nds, to be applied to the construction of the road, 
and to be secured by a gg Nc gate sige the entire 
property of the company. Said $ not to be is- 
sued until the company have raised and expended 
upon the construction of the road an amount equal 









nd dollars per mile on its entire length, 


© hve 
or $1,400,000—in compliance with the provisions 


of the General railroad Act of 1850. 


Western Routes of Transportation, 
We copy the following from the Cincinnati 
Price Current, in reference to Western routes, and 
cost of transportation, 


The opening of the Miami and Erie canal to To- 
ledo, must be delayed until the 20th of April, to af- 
ford time for the completion of repairs near the 
junction, There may be a good excuse for this 
delay, but it is to be regretted that it should have 
occurred, and we think it is quite probable there 
has been somewhere a lack of energy, for the time 
set for the completion of all work on the line was 
the 20th of March. Fortunately however, freights 
by railroads are low, and goods may be delivered 
from this city at any of the lake ports on the open- 
ing of the latter nearly as low as if forwarded by 
canal, 

Very soon the several channels of communica- 
tion between the east and west will be open and in 
full operation, and now the agents of the different 
routes, are soliciting and contracting for freights, 
and from the fact that there are four different 
routes to the East, three of which terminate at New 
York city, freights will very soon be down to the 
lowest living point. We have in the first place 
the Little Miami and Xenia and Columbus, and 
Columbus and Cleveland railroad to Cleveland, and 
Erie railroad from Dunkirk to New York the con- 
nection being mace by Lake between Cleveland 
and Dunkirk. By this route heavy freights are 
now taken from Cincinnati to New York at 75c. 
per 100 lbs; Tallow and Grain 72}c; Cotton and 
Whiskey 70c; Beef and Pork $2 05 per barrel; 
Flour $1 25 per barrel; and unmanufactured To- 
bacco 75c per 100 lb. net. We have railway via 
Dayton to Sandusky, and thence goods are taken 
to Buffalo by Lake, and from Buffalo to New York 
by canal. 

We are not reliably informed as to the rates of 
freights charged by this route, but we understand 
that agents have been offering to take Pork through 
at $1 75 perbarrel. Next are the canals and lakes 
via Toledo and Buffalo. The rates by this convey- 
ance will as usual be high on the opening of navi- 
gation, but as soon as the press of business is uver 
it is expected that Pork will be taken through from 
Cincinnati to New York at $1 25 per barrel; and 
it is quite probable it may be von ig before the 
close of the season at $1 00 per barrel. The freight 
on other articles will be in proportion. Next is 
the river to Pittsburg, and canal and railroad thence 
to Philadelphia. Goods destined for New York or 
Boston, will not we suppose be forwarded by this 
route, 

What effect these shipping facilities will have 
upon the Southern shipping trade may readily be 
seen. There will no longer be any necessity for 
hurrying goods forward to the eastern seaboard via 
New Orleans during the winter months, and a 
large quantity of Southern products will be retain- 
ed tor shipment during the Summer over these in- 
land routes. The business of this city must con- 
sequently be greatly increased, as it is the termi- 
nus or centre of all important routes east and north. 
Already a great increase isobservable in the provi- 
sion trade, the receipts this season being larger than 
ever before, in proportion to the number of hogs 
packed in the West. As soon as our railroad con- 
nections are completed with Indiana and Kentucky 
the receipts of hogs from these States will be great- 
ly increased. 


In connection with the above, we give the fol- 
lowing from the Chicago Democrat, in reference 
to the cost of reaching the West by the St. Law- 
rence route. 

We learn that the G. Western Canada railroad 
company has lately contracted in England, through 
Messrs. Buchanan, Harris & Co., of Liverpool, tor 
25,000 tons of railroad iron, of what is called the 
“ Continuous Rail,” the best description in use.— 
The company have contracted to have it brought 
from Wales to Quebec for $3 G0 per ton. From 
Quebec it-can be brought to Chicago for $4 00 ad 
ton, making the cost of freight from Wales to Chi- 
cago, via the St, Lawrence, but $7 per ton, 


























; AOI vat 


That the cost of freight from Quebec to this city 
will not be greater than $4, cap be proved from the 
fact that Messrs. H. Jones & Co:, of Montreal, 
have contracted with the Michigan Central railroad 
to bring their iron from Quebec to Detroit for $3,- 
50, which would not be more, (if as much) than 
$4 to Chicago.. On the other hand, the Michigan 
Southern railroad is now arranging to get their 
iron by New York, at a cost of not less than $12* 
ton—say $3 to New York, and $9 to Chicago. 

he difference in cost in favor of the St. Lawrence 
would thus be $5 per ton, or $100 on 20 tons, an 
immense saving. 

By the opening of the St. Lawrence, Chicago 
will become a seaport, as it were, being at the head 
of navigation, and mercantile houses will be estab- 
lished, as Messrs. Buchanan, Harris & Co’s., which 
would purchase the produce of the country, ex- 
changing direct with the merchant and farmer, who 
are, under the present arrangement, compelled to 
pay commissions to importers, to forwarders to 
warehousemen, etc, 

The iron purchased by Messrs. B. H. & Co. for 
the Great Western [Canada] railroad, will be de- 
livered at various points along the line of road this 
spriug and summer, viz :—at Chatham and Wind- 
sor in the Western District; Port Stanley in the 
London District; and Hamilton in the Gore Dis- 
trict. 

In connection with the opening of the St. Law- 
rence, we learn that the Canadian Government has 
advertised for proposals for carrying the mails be- 
tween Liverpool and Quebec by propellers or steam- 
ers. It is likely that Messrs. Cunard & Co., 
now running lines of steamers between New York 
and Boston and Liverpool, will take this contract. 
They have already tour iron propellers, of large 
size, buiit on the Clyde, in Scotland, which would 
be very suitable for this trade. By these and by 
sailing vessels, emigrants and merchandize could 
be transported to Quebec, and from thence by pro- 

llers to- this city, ata much less cost than via 

ew York, and the St. Lawrence will be opea to 
the competition of all nations, and the heavy tolls 
of the eastern canals will be entirely avoided. 





Capt. Ericsson’s Air Engine. 

It is pretty well known that Capt. Ericsson, of 
this city, has for some years past, been experiment- 
ing upon the use of heated air as a motive power. 
He claims now to have perfected his discovery, 
and is about to put it into practice on a large 
scale. The details of it have not yet been made 
public. Below we give the latest notice of the dis- 
covery or invention, copied from the Journal of 
Commerce :— 


Capt. Eriesson has invented an engine, of which 
two large working models are now in operation, 
that differ in many important respects from any- 
thing else in use; and is destined on the score of 
economy, safety, simplicity and convenience to 
supersede steam—provided that when applied to 
practical purposes, it shall be found to work as 
well as the inventor anticipates. 

His reputation for skill and judgment, and his 
long experience in such matters, is a guarantee 
against any utopian scheme, at variance with the 
established principles of physics or chemistry; and 
the method adopted to bring the invention before 
the puble, is unexceptionable. 

In connection with two other gentlemen, whose 
names are known in Wallstreet, he is making pre- 
parations for the first public experiment, on an un- 
usually large scale. A vessel which cannot be cal- 
led either a ship or steamer, is being constructed 
at the yards of Messrs. Perine, Patterson & Stack, 
something over two thousand tons burden, and 
expected to be ready for launching in August; 
while the whole force of the establishment of 
Messrs, Hogg & Delamater, is at work upon the 
machinery. That portion of the work already in 
progress, embraces some of the largest castings, of 
their kind, that have been made in this country.— 
The whole affair, from the kelson to the paddle 
wheels, teems with novelties. Captain Ericsson 
has been privately at work upon the invention for 

* This must bea mistake. Iron can be forward- 
ed from New York to Chicago for $5 per ton. 























several years, and now considers itas brought near- 
ly or quite to perfection ; so that he can start it on 
its trial trip to Liverpool, with nearly as much con- 
fidence as a new steamship made after one of the 
— models. 
hould the parties interested complete the vessel, 
as they have commenced it on their sole responsi- 
bility, they will have the profit and honor if it suc- 
ceeds, and if it fails, the satisfaction of having de- 
ceived nobody but themselves. It is due to them 
to state that they have avoided publicity, and con- 
sented with reluctance to any mention of it on the 
pert of the press, It is impossible, however, to 
eep such a thing private, and it has for some time 
past been known to the commercial circles. 


New York. 

Buffalo and State Line Railroad.—The earnings 
of the road for thirty days in the last month were 
twenty thousand dollars. For a new road we call 
this an excellent business. Those who know no- 
thing of what is being done on this road, will be 
somewhat surprised to learn that this morning six 
passenger coaches, loaded full, went out; while 
yesterday five were sent up with eight hundred and 
forty-three passengers ; the receipts for which alone 
were about $1150. 

Cape Vincent Railroad,—Yesterday, March 31, 
atrip was made over that portion of the Water- 
town and Rome railroad not before used, between 
Chaumont and Cape Vincent, on the St. Lawrence 
river, Several officers and directors of the railroad 
company, and friends of the road, left the depot in 
this village a few minutes past nine o’clock, in a 
passenger car, drawn by the locomotive “ Pierre- 
pont,” in charge of the engineer in chief, J. L. 
Grant, Esq. With brief delay at the Brownville 
and Limerick stations, the train arrived at Chau- 
mont at 9°48—42 minutes from the time of leaving 
the Watertown depot. 

Leaving Chaumont at 10°35, the train crossed 
the fine bridge over Chaumont bay, and proceeded 
cautiously over the before mentioned track, and 
finally, after some detention by snow banks in 
three or four places, arrived safely at Cape Vin- 
cent—the terminus of the Watertown and Rome 
railroad, the American side of the St. Lawrence 
river.— Watertown Jeffersonian, 








Ohio Railroads. 

Ohio and Pennsylvania Railroad.—The western 
division of this road, which was opened for busi- 
ness on the 11th, but which may really be consid- 
ered to have been in operation since the 15th of 
the present month, has been doing an excellent bu- 
siness thus far, and we think bids fair to more than 
realise the expectations of its friends. 

This division, as at present worked, extends from 
Alliance to Massillon. 

The whole number of passengers carried up to 
the evening of the 23d, on this line, has been 1,- 
410. The highest number in one day has been 
222. The passenger receipts at the Massillon sta- 
tion during the same time, have been $61153. The 
freight business is opening finely, and we presume 
that in this item our eastern friends will be much 
disappointed, as it will exceed their largest expec- 
tations.— Massillon News. 

The Akron Branch Railroad, continues its oper- 
ations to Cuyahoga Falls, with a s‘eadily increasing 
business, and improving prospects. All are pleas- 
ed with the manner in which the road is construct- 
ed and its admirable equipment. The conductor, 
Mr. E. W. More, and the engineer, G. W. Rice, 
receive the highest praise for their efficiency and 
urbanity, in the performance of their duty. 3 

The work between this point and the Falls is 
pushed forward with an untiring energy, creditable 
to all concerned. To form some idea of the obsta- 
cles to be overcome in securing to Akron the bene- 
fits of railroad communication, it is only necessary 
to look at the earth and rock excavation going on 
east of the town. Yet the embankment to be made 
at Old Forge is still more formidable.—Akron 
Beacon. 

Immense Travel.—To show the great amount of 
travel that is daily ing over the Cleveland and 
Wellsville railroad, it is only necessary to state 
that oer ate age and Cartis, conductors, have 
reported ig the past two’ weeks, over three 
thousand passengers. The amount of way and 








through freight, is almost incalculable — Wellavili 
Patriot. 





Origin and meager & * the Potomac Com- 
Pp 7 

A CHAPTER INTHE EARLY LIFE OF WASHINGTON... 

We give below an extract from a work recently 
published in Baltimore, with the above title-— 
Everything connected with the early projects of com- 
necting the western, with the Atlantic waters, pos 
sesses a great historical interest, which is much in- 
creased from the fact, that the father of the first 
idea of an eastern outlet from the Mississippi Val- 
ley, was the Father of his country. It was one of 
the most cherished ideas of his life. The work 
has been achieved, but by a far different route,from 
the one first propesed. The particular route had 
nothing to do with the merit of the general plan.— 
Whether the project of a canal between the Ohio 
and tide waters of Virginia, cam ever be realized, 
remains yet a problem, though nearly one hundred 
years have elapsed sinc it was first entertained. — 
Subjoined is the extract alluded to. 


In the latter part of the year 1753 Major Wash- 
ington, then only 21 years of - was delegated by 
the Governor and Council of Virginia on an im- 
portant mission across the Alleghanies. Having 
been actively engaged during the greater partof 
the three years immediately preceding his appoint- 
ment in surveying the wild lands of western Vir- 
ginia, and in the mountainous district at the head- 
waters of the Potomac river, and already possessing 
a deservedly high character for come) Sumaes 
and decision—with a thorough knowledge of the 
peculiar feelings and prejudices of the Indians; a 
practical acquaintance with the mode of livingand 
travelling in a wilderness country, and withal ac- 
customed to the privations, hardships and exposure 
of acamp life, the attention of Governor Dinwiddie- 
was readily attracted to him as the individual who 
combined in the greatest degree the qualifications 
suited to the discharge of the delicate and respon- 
sible duties of the mission. He was accordingly 
selected. His commission, the letter of instructions 
and passport were prepared with much care, and 
formally presented to him by the Governor at. the 
— of Government on the 30th day of October, 
1753. 

Immediately after the presentation of these pa- 
pers he took his departure from Williamsburg, ac- 
companied by the congratulations and w 
of the Colonial government, and of numerous 
friends who had called upon him on the occasion. 
_ left for Alexandria, where he remained several 

ays, engaged in making the necessary ar 

ments for the journey, and then proseuibiante 
mission by the way of Will’s Creek to the Valley 
of the Ohio. Aftera tedious and laborious journey 
of nearly three weeks he reached his destination; 
and in pursuance to the letter of his instructions con- 
tinued there no longer than was absolutely neces- 
sary to the faithful discharge of the importantduties 
which devolved upon him under the authority.of his 
special commission. On his retura he di his 
course more to the south and entered the Valley of 
the Potomac, not far north of the sources of the Sh 
nandoah river. 

Notwithstanding the inclement season. ofthe 
year when the journey was performed, he tookdaily 
notes of the incidents as he proceeded ; and sketch- 
ed with remarkable precision and graphic 
the features and topography of the country through 
which he travelled. On_ his arrival at Williams- 
barg, the seat of the Colonial Government, he 
made a verbal report of the result of the mission to 
the Governor Council, and presented’to them 
the manuscript journal of his travels across the 
mountains, 

From the imperfect record that is left of his pes- 
sonal interview on this oceasion with Governor 
the 


Dinwiddie, it is fair to infer that he: 
importance of opening a communication by means 
of a public road or way between the settle 
ments east and west of the mountains, | 

however, does not appear 


so much to the consideration of. 


and social intercouyse between two parts of 


-_ = —_~ 
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| adi aed gs 

7 e s and as a defence against 
the aggressions of the French and their Indian 
oles pera. the territory claimed by the British 
crown, 


Previous to the mission of Major Washington, 
the West was known only as a dense and extensive 
‘wilderness; traversed by water-courses and rivers, 
ees § lofty mountains and deep valleys, and 
inhabited by wandering and warlike tribes of In- 
dians. Few of the prominent citizens of the At- 
Tantic Colonies, at that early period had an ade- 
quate idea ot the character of the mountainous belt 
of couatry which intervened between the western- 
most settlements of the eastern declivity of the Al- 
leghany range, and the western waters; and with 
few exceptions no disposition was manifested to 
explore it. Huntsmen, trappers and Indian traders 
“were occasionally seen wending their way through 
its dark valleys and over its rough and rocky ac, 
clivities,. But these laborious and perilous jour- 
meys were not undertaken to acquire a personal 
knowledge of the country, with a view to its occu- 
pation orimprovement. The exclusive object was 

i , by the successful prosecution of the particu 
dar.parsuit in which these hardy and fearless ad- 
venturers were engaged; and they were rather 
more disposed to magnify the difficulties they en- 
countered in traversing the country in quest of 
hunting and trading grounds than to give a candid 
statement, which they feared might invite settlers 
and jeopardize their lucrative and wandering occu- 
pations. 

Consumption of Oil on Railroads. 
ee following table, compiled from the 

“Annual Reports of the Railroad Corporations,” 

showing the amount paid for oil by the different 
vuilread companies in Massachusetts, in 1851, may 
be interesting to some of our readers. There are 
several railroads in the state not named in the list. 
as they have included the cost of waste and other 
materials used for cleaning cars.and engines with 
that of oil. The total length of the roads enumer- 
ated is 1012 miles, and the total cost of oil used by 
whem in 1851; $77,293 80. The number of miles 

of railroad iu operation in the United States is 10,- 

814. Reckoning the cost of oil on all the roads in 

the same ratio as that paid by Massachusetts rail- 

roads, we have the snug little sum of $825,943 82, 

as the amount paid by all the railroads in the Unit- 

ed States for oil in 1851. 


Boston and Lowell.............. 











ecoee H2641 41 


Boston and Maine................... 7,787 83 
Boston and Proyidence............ 2832 41 
Boston and Worcester................ 9,725 88 
Cape Cod branch.................... 923 99 
SE Fee. Pec V AOE IIS ee 2,228 12 
‘Connecticut River............. 0.2.02. 2,101 09 
SEM pda eee Bete gals Sods och e cee 367 61 
Pall River............ isiereties | a) 
Ea Ae 5,702 53 
Fitehbutg and Worcester........ hein * ae oe 
Lowell and Lawrence................ 299 92 
Washua and Lowell.................. 699 75 
Newburyport................. ee FA 422 00 
Worfolk County.......... Ses ebis poses 915 54 
Worwich and Worcester.............. 4,888 34 
ee Oy ES eek G16 18 
Pittsfield and North Adams............ 650 00 
Providence and Worcester.......... 1,580 00 
South Reading branch............... 958 72 
Vermont and Massachusetts.........: 2,823 89 

Me Ub eT SE CO. 16 SSS BF 
Worcester and Nashua............... 1,795 07 


Potal si... » eee2.$877,293 80 





: Tennessee. 

Business of the Nashville and Chattanooga Rail- 
road.——We understand from good authority that 
there*is sufficient business already doing on the 74 
miles of the road completed, to pay 6 per cent per 
annum upon the cost of construction of the entire 
line from this city to Chattanooga. The business 
on the road has accumulated so rapidly that the di- 
rectors have not yet been able to get a sufficient 
number of cars and engines it to off 


the t as fast asit is d. The entire dis- ington 
Nashville to Chattanooga is 153 miles. 


1g protection | 





Snag geeerengrgr oa 

Below we give a portion of ‘the eireular of Mr. 
Greer, the agent of this company, who is now in 
this city, for the purpose of negotiating its securi- 
ties. We regard the project as one of the best in 
the country. The statement, that the road will 
connect the central portions of Kentucky, with Cin- 
cinnati, the great city, and the appropriate market 
for a large portion of the western country, wil] 
give the best idea of the value and importance of 
the above road, It must always constitute the out- 
let for a very large portion of the business of that 
State. From Lexington sowth, a road is in progress 
to Nashville, Tennessee, from which it will be 
carried in three distinct branches, to Savannah and 
Charleston on the Atlantic, and to Mobile and New 
Orleans onthe Gulf. The Covington and Lexing- 
ton road must always form a portion of an import- 
ant link in one of the great through routes, extend- 
ing from one extreme of the Union to the other.— 
If with all these advantages the above road will 
not pay, we know of no one in the United States 
that will. . 

The affairs of the company we have good reason 
to believe, are managed ina very able and satis- 
factory manner. The work of construction has 
been pushed forward with energy and economy.— 
The iron has already been purchased by a direct 
exchange of the company’s bonds. The means of 
the company are now adequate to the completion 
of the road, which will be effected with all possible 
dispatch. We believe that we can with safety 
commend both the stock and securities of the com- 
pany tothe attention of capitalists as-one of the best 
investments for capital now offering. 

Covington and Lexington Railroad.—The city 
of Covington is one of the most thriving and pro- 
mising of any in the West, is separated from Cin- 
cionati by the Ohio river, but connected by nume- 
rous steam ferry boats of the first class, as is the 
city of Brooklyn, with that of New York, making 
it as it were, but one city. Its location is exceed- 
ingly favorable, being at the junction of the Licfi- 
ing river, with the Ohio; and its contiguity with 
the cities of Cincinnati and Newport, gives it many 
advantages. Its very rapid growth in the last few 
years is without — as the following statisti- 
cal report (copied from the latest certified reports 
of the city clerk in my possession,) will show: 

In 1815—Value of real estate in that 


CILY WAS, 200 cores cove once edt 000,040 
Population. ............3 567 
ee tpend 

1846— Value of real estate 


eeeeeesee 
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Population.............4,030 

CE ne ahge sane she nhc 6,042 
1849—Value of real estate......... 2,759,837 

Population.... .... ses. ‘ 

MVGHLUE occ scan enccctngens 17,685 
1850—Value of real estate......... 4,408,918 


Population.............9,010 
Ee 


The entire debt of the city prior to the issuing of 
the Three Hundred Thousand Dollars, was only 
Twenty-five Thousand Dollars, borrowed in 1830 
for a }.eriod of thirty years, which falls due in 
1860. ‘The interest has always been promptly paid 
When due, The real estate owned by the city is 
worth $80,000. The above $300,000 of bonds 
were given to the Covington and Lexington rail- 
road company, in payment of subscription to their 
capital stock by said city. The city holding stock 
therefor, to secure the faithful payment of principal 
and interest of these bonds. Phe city irrevocabl 
pledges the revenue of the city, the stock for whic 
these bonds were given, together with its dividends, 
and all the real estate belonging to the city. Al- 
though the foregoing shows an uncommonly rapid 
improvement, yet, with the completion of the Cov- 

and Lexington railroad, we consider its im- 
provements as but commenced. This road will 
rup through the counties of Kenton, Pendleton, 














a J ew 
ington [distance nivety-six miles.) 
counties through which this road runs, show an 
assessed value of taxable property amounting to 
$43,880,11400. The entire work is under contract, 
and a considerable portion ready for the rail, and 
is progressing so rapidly, that [ feel authorized to 
state, that forty miles will be completed within the 
present year, and the remainder during the ensuing 
year, The road is to be of the very best class— 
over one-half of which no grades will exceed 
twenty-one feet to the mile, and the maximum 
grade will not exceed thirty feet to the mile, and 
no curves short enough to impede the most rapid 
progress of cars. The radius of curvature on the 
eurved parts of the line exceeds, for the most part, 
1900 feet, 
Estimated cost of grading, masonry, 

wood superstructure of bridges, cross 

ties, ballasting and laying of track... $1,179,446 


ese five 


Estimated cost ot iron chairs and spikes, 47,168 
- “ Right of way........ 20,000 
“  . Depot grounds....... 53,000 

vi “Engineering and con- 
lingentexpenses... 100,000 
$1,399,614 


Stock subscribed by individuals......,. 9750 000 





Cincinnati bonds—Loan......-...+.... 100,000 
Covington subscription. ......++ seers 300,000 
Fayetieco. 0.  «secceceees eee 200,000 
Bourben co, do, co 0s aemeindieusnd 100,000 

$1,430,000 


The iron has been purchased for the entire road 
with the mortgage bunds of the company at par 
value—one-half payable in ten years, bearing an 
interest of seven per cent, and the other half paya- 
ble in fifteen years, bearing an interest of six per 
cent, The entire mortgage debt is only $500,000. 
One important feature of the charter is, that the 
company is at liberty to declare any amount of di- 
vidend that the road may earn; and while the 
roads leading from Cincinnati on the Ohio side of 
the river have great competition in the various 
roads now completed and under construction, this 
road will be without a rival, as it is located in the 
valley of the Licking river—the only practicable 
route from Cincinnati to Lexington. 

It is needless to enlarge upon the resources and 
trade of this road, as it runs from the Queen City 
of the West, Cincinnati, through the richest and 
most fertile portions of Kentucky to Lexington. It 
is a mere link in the great chain of railroads that 
are being constructed with such rapidity in the 
south, and which, at no distant day, will give a di- 
rect railroad connection with Charleston, Savan- 
nah, Alabama and New Orleans, 

Very respectfully, 
A, L. Greer, 
Agent Cov, and Lex. R.R. Co. 


"Illinois Central Railroad. 

The official diagram of the route of the Central 
railroad has been deposited by the proper authori- 
ties, with the register of the Land Office at this 

lace. 
‘ The road enters this land district on the middle 
of Séction 36, Town 31, Range 1, east of 3d P. M.; 
crosses the Illinois river at La Salle, about the cen- 
ter of northwest quarters of Section 23. Town 34, 
Range 1, thence twelve miles directly north to Sec, 
28, Town 36, Range 1;—on which section it is 
supposed will be the junction of the Aurora Exten- 
sion road ;—thence on a straight line, touching the 
southwest point of Knox’s Grove, and crossing the 
Inlet on sec. 22 Town 20, Range 10, about halt way 
between Binghamton and Shellburn, about twenty- 
five miles, to the southwest corner of Sec, 9, Town 
21, Range 9; thence two miles, to Dixon, where it 
crosses Rock river on the Island, at the lower edge 
of the town. From thence to Freeport, leaving 
Buffalo Grove about three miles on the west; thence 
on a northwesterly course to within a mile of the 
Wisconsin line, Sec. 13, Town 29, Range 4, and 
then runs by a devious course to a point at which 
it strikes Fevre river about one mile and a half 
northwest of Scale’s Mound; it then runs down 
that river, crossing it thirteen times to a‘point two 








a. From there it follows the 
ppi to the State line opposite, , 
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Michigan Southern Railroad. 

Joseph H. Moore, Esq., the new Superintendent 
of our railroad, appointed in place of E. P. Wil- 
liams, has entered on the discharge of his duties.— 
He was formerly Superintendent of the Old Colony 
railroad in Massachusetts, and is said to be a capi- 
tal business man and eminently fitted for his pre- 
sent position, 

The track between Adrian and Toledo is to be 
relaid with heavy T rail as soon as it can arrive 
from Europe. Benjamin Folsom of Adrian has 
the contract for laying it—a guaranty that it will 
be done. When completed, the running time be- 
tween the two points will be but one hour, instead 
of two and a half hours as now. 

As soon as iron can be shipped trom Dunkirk, 
the completion of the last link of the railroad from 
La Porte to the Junction at Bayleytown will pro- 
gress, It will be finished, it is supposed, within 
six weeks from this time. The Express train is 
then to run through from Monroe to Chicago in 
eight hours, averaging over 30 miles an hcur, in- 
cluding stoppages—being faster running than is at- 
tained on the Erie railroad.— South Bend Reg. 





Virginia. 

Richmond, Fredericksburg and Potomac Rail- 
road,—T he following well-deserved compliment to 
a faithful public servant—if we may so speak of a 
corporation—says the Richmond Whig, we take 
from the columns of our cotemporary, the Dis- 
patch. The Richmond, Fredericksburg and Poto- 
mac railroad, is, in some respects, a remarkable 
line of travel. Under excellent management, it 
justly enjoys the confidence of the public as one of 
the safest roads in the world. When have we had 
to record any serious accident upon it? Such are 
of daily occurrence upon lines north and south of 
us, which form portions of the same great chain of 
communication, between the extremities of the 
country. But upon this road, over which the bulk 
of the northern and southern travel is daily con- 
veyed at the greatest desirable speed, casualties 
traceable to the carelessness of agents are extreme- 
ly rare. We mention this as a creditable and note 
worthy fact in introducing the remarks of the. Dis- 
patch :— 


The continued prosperity of this road is exhibit- 
ed in its semi-annual dividend of three and a haif 
per cent just declared by the company, while at 
the same time they have added a surplus of more 
than $30,000 to the contingent fund from the busi- 
ness of the year, ending on the 30th September 
last. We-refer to these facts with pleasure. The 
railroad is part of the great line of northern and 
southern inland communication—was the earliest 
enterprise of our citizens in railroads—the State 
has a large interest in it—and its success is not on- 
ly beneficial to our citizens and the State in a pe- 
cuniary way, but is calculated to increase public 
confidence in our other railroad enterprises. For 
many years it has, with unfaltering regularity, 
made the annual dividend of 7 per cent tdits stock- 
holders, and its contingent fund so largely added to 
the past year, will soon be sufficient to relay the 
track with a heavy rail in a manner putting the 
road in a favorable comparison with the most en- 
terprising works of our northern neighbors. 

The Richmond, Fredericksburg and Potomac 
railroad is admirably managed, and is without a 
superior in the regularity of its movements. Asa 
part of the chain of inland railroad through the 
Atlantic States, it has given public satistaction, 
and we are the more foro at its prosperous con- 
dition and anticipated improvement, now that the 
competition for the travel is greatly to be increas- 
ed. We trust that the whole line through Virgi- 
nia, from Weldon to the Potomac, will continue to 
be conducted upon a scale of energy and regulari- 
ty ensuring a profitable participation in the im- 
mense business of transportation of travellers, 
which is so great and annually increasing. _ 

. The reer of = ae Fredericks- 

be ens ‘otomac railroad have r ct im- 
ntadditions to-their travel ‘from few aaices, 
he completion of the Danville railroad, and the 








completion of the Southside and Lynchburg and 
Tennessee railroads will add to their business a 
vast amount of travel. The stock of the road is 
now paying more than the legal interest upon 
money. hen the acquisitions from these new 
sources are realized, the dividends must be in- 
creased, and its prosperity will be such as its most 
sanguine friends cannot now over estimate. 





UOhio. 

Toledo, Norwark + Cleveland Railroad.—An ex- 
hibit of this company published early in January 
last, shows that this road when completed, will 
form the last link in the great chain of railroads 
now constructing along the south shore of the lakes, 
connecting the cities on the Atlantic with the Mis- 
sissippi river. Ample local subscriptions had thus 
been secured to prepare the superstructure, and 
contracts had been made with reliable parties, who 
were vigorously pushing forward the work, for the 
entire construction of the road. A series ot the 
mortgage bonds of the company were issued at that 
time, the interest upon two hundred thousand dol- 
lars of which was guaranteed by the Cleveland, 
Columbus and Cincinnati railroad company.— 
Those bonds were issued for the purchase of the 
iron and equipment of the road. Mr. Boalt, the 
energetic president of the company, sailed for Eng- 
tand last month to negotiate these bonds for the 
iron. 

A letter received from him by the last steamer, 
says, he had just closed a contract for four thou- 
sand tons of rails (enough for half of the road) on 
very satisfactory terms. Sixteen hundred tons 
of these were on the dock, and would be shipped 
immediately. He had no doubt he would be able 
to close contracts for the balance in a few days. 

Too much praise cannot be awarded to Mr. Boalt 
for the energy and perseverance with which he has 
labored for the interests of the company since its 
organization two years ago, and the success he has 
met with is the legitimate reward of his efforts. 

The knowledge of his success in procuring the 
iron, affords much gratification to al! the friends of 
this enterprize ; and is satisfactory evidence to the 
most doubting, that the road will be successfully 
completed. 

The past winter has been a very unfavorable one 
for ‘wotlk: but the enterprising contractors, Baxter, 
Brown & Co., have not been idle, and more than 
half the grading on the whole road is now com- 
pleted. The necessary locomotives and cars for 
construction are all contracted for, and will be 
ready for delivery in May. The first of the iron 
will arrive by that time, and we may sately count 
upon the road being in successful operation by an- 
other winter.—Cleveland Herald, 





Petersboro’ and Shirley Railread. 

We learn from a reliable source that the Peters- 
boro’ and Shirley railroad company, voted, at a 
meeting recently held,.to assess upon the old Pe- 
tersboro’ Spofford Gap subscription. 

If such is the fact, it will lead to litigation and 
destroy all hope of a further extension of the road. 
The cumpany once passed a resolution to the effect 
that this stock shouid not be called for until the 
road was put under contract to Petersboro’, or thro’ 
Spofford’s Gap, or to some place equivalent there- 
to.— Contocook Transcript. 





Steubenville and Indiana Railroad. 

We have the pleasure of meeting, at the Central 
hotel, on Friday evening of last week, Mr. J.G 
Morris, Esq., secretary of the Steubenville and In- 
diana railroad company. He was on his retura 
trom Newark and Licking county, with bonds, etc., 
amounting to about $250,000, While Mr/ Morris 
was With us, bonds to the amount of $100,000 were 
signed by the trustees of Jefferson township, in ac- 
cordance with the recent vote of our citizens. * We 
learn from him that arrangements for cashing the 
bonds of this and some of. the other counties; have 
already been made in New York. The bonds o/ 
Jeflerson township were disposed of at ninety cents 
upon the dollar, falling due in 1862, and paying 
semi-annually, uitiltbat period an interest of seven 
per cent, The company, however, have guaran~ 
teed to meet four-seventeenths of. this interest, so 


that the township will be required to pay an inter-| 
, r Mortis’ bee us 


est of only three per cént. 





ally large. Nearly a year’s experience ot 


that it is the expectation of the board to have the 
road completed as far as Urichsville, in April, 1853, 
and that the whole route will be finished in a year 
from next fall.—Dresdon Herald. _ 





Georgia Railroads. ETS B, 

A meeting of the superintendents of all the rail- 
roads, interseeted in their connection with the 
Western and Atlantic railroad, was held. in this city 
on yesterday; and we learn important 
have been agreed upon, for the purpose of produc- 
ing greater uniformity in the transhipment, t, 
etc., of goods, from Chattanooga and other points, 
to Savannah and Charleston. Particulars will be 
given hereafter. 

This move is but another evidence that the vas 
tious enterprising railroad companies connected 
with the State road will not hereafter be pe ed, 
bothered, and provoked with the irregularities, de- 
tentions of cars and freight, which have so 
Sengnans the management of our great State 
road, 

Mr. Wadley goes ahead, and demonstrates dail 
that a State work can and will pay its way and 
make money for the State.—Atlanta Republican. 


New York. 

Rutland and Washington Railroad.—The com- 
pany held a meeting at Poultney, on the 16th inst., 
and elected the following directors: 

Merritt Clark, Poultney, Vt. 

Joo. Bradley, Burlington, Vt. 

Jas. Baldwin, Boston. 

D.S. Miller, New York. 

J. P. Eastman, Cambridge, Mass. 

Geo. W. Strong, Rutland, Vt. 

Isaac W. Bishop, Granville, N. ¥. 

At a subsequent meeting of the directors, the fol- 
lowing officers were elected :— 

M. Clark, President. 

John Bradley, Vice President. 

James W. Baldwin, Treasurer. 

E. L. Sunderiin, Clerk. 


Railroads and Steamboats, 

The Cincinnati Commercial says:—“ It’ wag 
thought, when the railroad was opened from this 
point to Pittsburg that the steamboat packet lines 
would be seriously affected; but the -result has 
proved otherwise. It would seem that the increase 
of facilities has increased the travel and shipments, 
as both the railroads and the steamboats are drive 
ing a thriving business—the latter turning up ae 
better account this than on any previous season.” ., 











New-York. 

The Fredonia Advertiser announces a new: prow 
ject for a railroad between Hornellsville and»the 
State-line at Ripley. It takes the route surveyed 
by the New York and Erie railroad companyy« 
while the line west of Hornellisville was undeter+« 
mined. That survey led out of the southern tier 
of counties, to which the New York and Erie‘com- 
pany was confined by its charter. The route,it is: 
said, will save about twenty-five miles, makingthe: 
whole distance from Hornellsville to the State:line: 
about 125 miles, ‘ V 





Business at Dunkirk. 

In every department of business there are more’ 
than usual indications of approaching activity. It 
is with extreme difliculty that the present popula- 
tion aad business of our village is acc 
with comfortable quarters. The idea of renting. a 
store or dwelling, is utterly out of the question, . 
until they can be erected. There is nota room, or” 
building, of any description whatever, that isnot® 
either occupied or engaged. This is. thesstatevof 
things after the erection dpripg. the past twelve... 
months, of over two hundred dwellings and places of _. 
business. vite 

So pressing is the present demand for dwellings “- 
and | pote nina. that we have no doubt two: 
hundred could be profitably. rented. during. the: 
sent month and yet the addition will be ver 
Mechanics, material and labor are s 
parison‘ to.the ) tee, Wi, OM 

The lake business for the 





ei 
‘A 
f ei 


: 




































by the west and southwest, with the New York and 
e railrvad, has proved very satisfactory, and 


‘will induce the shipment of large quantities of pro- 
duce direct to Dunkirk.—Dunkirk Journal, 2d. 


Eye TS 
American Railroad Journal. 


Saturday, a 10, 1852. 














Gauge of Railroad ‘from Buffalo to | Ohewe- 
land, 


From Cleveland, Ohio, to Erie, Pennsylvania, 
the Ohio gauge of four feet ten inches is used. Up- 
on the Erie and Northeast railroad, extending from 
Erie to the New York State-line, a distance of 
some 18 miles, the wide, or six feet gauge has been 
adopted. From the State line to Buffalo, the four 
foot ten inch gauge prevails. 

To whom this arrangement is owing we are not 
informed, but the genius of all evil himself could 
not have framed a more inconvenient, or one bet- 
ter adapted to obstruct business and travel. With 
the exception of the Buffalo and State-line road, 
the only gauges known in this State are the 4 feet 
8} inches, and the 6 feet. Common sense would 
seem to dictate that one of these should have been 
taken by the Lake Shore road. As it is, there 
mast now be transhipments at Buffalo, Dunkirk, 
the Pennsylvania State-line, and at Erie; making 
four where there should have been but two at 
most. Either the wide or the narrow gauge should 
have been carried to Erie. That would have been 
a convenient place of transhipment, and would 
probably have been selected as such, had there 
been no break of gauge even there. There must 
be a limit to the distance to be run by freight and 
passenger cars. lt is found to be more economi- 
cal and convenient to tranship freight from one 
teain to another, than to run the train over a given 
distance, on account oi the difficulty of preserving 
order in the arrangement and distribution of the 
cars. We presume that under no circumstances 
whatever, would cars loaded at Cleveland be run 
through to this city. A break of gauge at some 
point upon the line between the above cities is not 
objectionable, provided it occurs at the most con- 
venient point. But where there are three or four 
interruptions to the transit of merchandise and tra- 
vel, within short distances, and at the most incon- 
venient places, they will be found to work a seri- 
ous injury to traffic of all kinds. We predict that 
evil will in a short time become unbearable, as to 
work out its own cure. What the Erie people 
were about, when an arrangement was completed, 
that completely prevented them from moving in 
any direction, is more than we can opine. At the 
lake their road comes to a dead halt, and all thro’ 
business has to be tumbled out of their own cars 
upon those of othercompanies. ll these blunders 
must be remedied, and the sooner the better. 





Maine, 

Bangor and Oldtown Railroad.—We learn that 
efforts are making, which will probably be success- 
ful, to put the above road under contract. No pro- 
ject in the Eastern States promises better results. 
It would accommodate a vast manufacturing in- 
terest which of itself would afford a very profitable 
business. It will form a part of the European and 
North American railroad, which is certain to be 
built, and which would give the former a very 
large through business. A road will be constructed 
up the Penobscot fiver at no very distant period, 
for which the Bangor and Oldtown road when 
built, must constitute the trunk line to Bangor.— 

















All these interests combined cannot fail to secure 
the construction of the above road, nor to make it 
a very profitable work when constructed. 


Buffalo and New York City Railroad. 
This company have purchased the railroad track 
from Attica to within four milesof Buffalo. They 
pay £14,000 per mile. The Attica and Buffalo 
road is to build a new line, from Batavia to Buffalo, 
which will save several miles in distance. 








Business of New Roads. 

The receipts of the new roads recently opened in 
the Western States, exceed the most sanguine ex- 
pectations, and promise a lucrative business, tho’ 
the connections which they are to make are only 
partially formed. Of these roads, we may name 
the Ohio and Pennsylvania, Ohio Central, Terre 
Haute and Indianapolis, Michigan Southern, Ga- 
lena and Chicago, and others. The result is to 
create an active demand for the securities of new 
works, which. the respective companies were forced 
to sell at a large discount, so Jong as the success of 
their roads was a problem to be solved. The suc- 
cess of western roads already opened will effect a 
great good, in demonstrating the fact that any road 
in that section of the country economically built, 
and well managed, with a good route, is sure to 
pay. There are no better investments than good 
western railroads, and the public are fast becoming 
convinced of this fact. 





Stock and Money Market. 

Money continues in the same abundance as noted 
in our last, and all kinds of stocks and securities 
are well sustained. The speculative feeling in the 
fancies is very strong, and has carried them to a 
high figure. The demand for sound securities is 
steadily increasing. The fact that a vast number 
ot our roads have been making loans for a long 
term of years, at 8 and 9 per cent, has attracted at- 
tention to their securities, and the inquiry has 
tended to convince capitalits ot the entire safety of 
the securities bearing these high rates of interest. 
The result is, that large amounts of capital is be- 
ing drawn from better known but less productive 
securities, and competition for such of the new 
class, as meet the demand, has caused a marked 
advance in them. Notwithstanding the great am’t 
offering, the demand for the securities most in re- 
quest, those of roads which have just been complet- 
ed, or are about going into operation, is greater 
than the supply. This will compel lenders to turn 
their attention to projects less advanced, but which 
promise equally favorable results. A numerous 
class of investors have manifested an unwilling- 
ness to invest in securities, the soundness of which 
has not received the sanction of the public senti- 
ment. They have preferred to pay a pretty large 
premium in the shape of an advance to the first 
purchaser, and to hold the security till it acquired 
a known character. Persons buying for invest- 
ment are now showing more disposition to buy of 
the companies direct, and in this manner to save 
the advance which they have been accustomed to 
pay. It is scarcely three years since the Ohio road 
bonds were looked upon with distrust. They are 
now the favorite securities in the market. At that 
time, a capitalist would not look at an Indiana se- 
curity, and would have felt himself trifled with, by 
having it offered tohim. ‘To show the rapid change 
that has taken place in reference to these, we would 
state that the bonds of the Terre Haute and In- 
dianapolis railroad, which were sold by the com- 


sale of the Indiana Central bonds, a road in pro- 
gress, have been made at 90. Securities of other 
roads in that State stand well in the market, and 
in view of their rapid advance, capitalists are be- 
ginning to look into Illinois, to see if they cannot 
buy at a Jower figure, securities equally good with 
those of the more Eastern States, and which will 
soon command as high a price. But a few years 
since the success of all western roads was a prob- 
lem. This is no longer the case. Experience has 
shown that they must become more profitable than 
those of any other portion of the country ; that Illi- 
nois, Indiana, Kentucky and Tennessee, and por- 
tions of other Western States, are just as legiti- 
mate fields for railroad enterprizes, as is Ohio, and 
there is no more reason why a capitalist should 
hesitate to invest in the best securities of the for- 
mer States, as in those of the latter. There is no 
difference in intrinsic merit, but simply in the am’t 
of information that exists in relation to them. 

It will be seen by the annexed statement that the 
gold bullion deposited at the United States Mintin 
Philade)phia, for the three months ending March, 
1851, was $10,956,908; while the amount deposit- 
ed for the three months ending March, 1852, was 
$11,061,902, The total coinage for March of the 
present year, was $3,943,137. 

COINAGE FOR MARCH 1852—GoLD. 








No. of pieces, Value. 
Double Eagles.......-.. 162,951 $3,259,020 00 
Eagles .....s++seee+e+- 14,040 140,400 00 
Half Eagles ........... 31,257 156,285 00 
Quarter Eagles......... 91,520 228,800 00 
Dollars... sees ceceseee 102,127 102,127 00 
Total in gold....... 401,895 $3,886,632 00 
SILVER. 
Quarter Dollars......... 46,400 $11,600 00 
Dimes..... dee vee doves Stee 11,500 00 
Three cent pieces....., . 1,000,200 30,006 00 
Total in silver.,....1,563,495 $3,939,738 00 
COPPER, 
NE x6 p6ud RESO CODE OC 239,975 $2,399 715 





Pieces .....+++ -1,803,470 3,942,137 75 
Gold bullion deposited for coinage from Ist to 
31st March, 1852, inclusive ; 


From California - +» $3,760,000 00 
From other SOUrCeS...,.+e+s+ee00- 130,000 00 


+++ ++ «3,890,000 00 


eevee vere 





Total ...... 


Silver bullion deposited in same 





TIME ..2e cece cece cece ceeececesss $19,550 00 
GOLD BULLION DEPOSITED. 
1851. 1852. 
January ......00+-. +++ $5,071,667 $4,161,680 
February ......-.+++... 3,004,970 3,010 222 
March......seseeeeeee. 2,880,271 3,890,000 
Total, 3 months. ....$10,956,908 $11,061,902 


We have received the following statement of 
the business of the Pennsylvania railroad company 
for March. 

Receipts for passengers in the month 


of March 1852.... 438 00 
Receipts for passengers in March, 1851 50,212 16 








Increase......... éastipdenets - Se os 
Receipts for ficight in March, 1852... 113,941 66 
Receipts for freight in March, 1851... 19,518 90 
T Prsca pas eee nd fr ight $94,422 76 

yng ts A patton ers and freight, 
ong nwa oo 3,379 66 

Total ra recei nee an t 
ral ei ith ohnamede 69,731 06 





Total increase... .....-..++-.++. $173,648 60 





pany at 90, are in active demand at a considerable 





advance upon that price, Large contracts for the 


The passengers have been run over 40 addition- 
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al miles of road not used in 1851, and the freight 
over 20 additional miles not used in 1851. 

We antex a statement of the earnings of the 
Cumberland Valley railroad for the month o! 
March: 


Receipts for the month of March, 1852. $12,778 48 
Receipts for the month of March, 1851. 10,180 31 





Increase equal to nearly 26 per ct.. $2,592 17 
The receipts of the Erie railroad for the month 





of March, 1852, were as follows: 
From passengers and Mail.......... $94,420 95 
FGI sis Sain UU o Ub dle WEE cted 63% 156,749 66 
, 0 5 cea aimaaien $251,170 61 
Same month 1851... 0... cece cece ees 163,400 99 
FQOTONNO S65 0 ie coc Seebied .... $87,769 62 
Receipts for January.......+..+++e+- 171,441 00 
“tor February..........-.... 201,870 00 
wth fF " Weare 251,170 61 





POUR ind c baie ceed sive ddec co QUeamee On 

The estimates for the year are $4,610,000, to 
meet which, will require a monthly receipt of 
nearly $425,010. The average estimated monthly 
receipts were, $333,333,37. They have thus far 
fallen short about $110,000 each month, or $330,- 
000, since January. But it must be remembered 
that January, February, and March are the three 
poorest months in the year, and that the western 
through travel has been doubled over the Pennsyl- 
vania road. This opening of the lakes will take 
it again over the New York lines. 

The traffic of the New York and New Haven 
road for March shows a very fair increase over 
the same month of last year. The figures are as 
annexed :— 


PaSsSeNgers 2.00.0. cece scene secs 
Freight, estimated...... 


«+ «647,262 29 
10,000 00 








EGE 0 cawenee' nave aads dene oacecaue ene 
Paid Harlem road........sse0eee0++- 3,979 69 
$53,282 60 


March, 1851.... cece seeecsescsevceee 48,511 66 


Increase in 1852. ........ eee se+- $4,770 94 
The amount received at the Sub-Treasury was 
$130,446 ; paid, $60,028; balance, $2,979,361. 
The following table will show the exports of spe- 
cie from this port for the week ending April 3d, 
and for the year thus far:— 


Bark St. Joseph, Rio Janeiro, doub- 


WOODS o00c cise seve ctedvecee ceue veces $7,000 
Brig Marshal Ney, Cuba, doubloons... 6,820 
Brig Alfred Hammond, Cape de Verds, 

ance 4690 5006'p echter es ase setters 4,100 
Steamer Pacific, Liverpool, English 
COM ceccdcce bees cece cece cove veces 2,000 


Total March 27 to April3........ $19,920 
Previously reported .... 60+ eee eves + $7,032,495 


Total for 1859.0... ccc ccek cececee $7,052,415 
The following-shows the collections at the office 


of the collector of the Philadelphia and Columbia 
railroad in Philadelphia, for the month of March, 








and for the year thus far :-— 
Amount as per last report........ -+-» $49,800 68 
Amount for the month ending March 

BE, 2008 asa i ceshéds eee eoecceee. 55,879 65 





Whole amount since Nov. 30, 1851... $105,680 33 
Same time last year..............++. 102,680 08 


$3,000 25 





Toe Buffalo Commercial has compiled from of- 
ficial sources the annexed table, showing,the trade 
of the United States with Canada during the 


two years :— . : 

















Ex 1850. 1851. 





ports. 
Foreign merchandise. .. .. $1,937,812 1,626,748 
Do. entitled to drawback. inc. above _ 1,086,130 
Total...........0.--$1,937812 2,712,878 


Domestic produce......-. 5,756,755 


vo 0+ $7,694,567 


5,495,873 


8,208,751 
7,691,567 





Total exports.... 


Increase of exports in 1851........-+ +++ $514,184 
Imports, 1850. . 1851. Difference. 
Total........ $1,513,796 3,259,889 Dec.1,253,907 

Add to’l exp’ts. 7,694,567 8,208,751 





Total trade. . $12,208,363 11,468,640 Dec. . 739,723 

By the above it appears that our exports of do- 
mestic produce and manufactures have fallen off 
over $250,000, while those of foreign produce and 
merchandise have increased $775,000. But the 
most marked falling off is in imports, being no less 
than $1,253,907. 

The earnings of the Georgia Central railroad 
for the months of December, January and Februa- 


ry were as follows :— 
1850. 1851. 
December ........... $83,810 33 $103,230 73 
1851. 1852, 
NT Sbcs scan eseds $91,611 29 $101,474 95 
a. aS Peer Te 81,794 11 110,946 30 





$257,215 73 $315,651 98 


257,215 73 
Gain in three months............ $58,436 25 
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GOVERNMENT AND STATE SECURITIES. 
U. S. 5’s, 1853 2... cee cece 
U. S. 6's, 1856 ..... cece cece cece cove cece cone LOGS 
U. S. G's, 1862 2... voce coos voce cee voce cecell4 
U. S. 6’s, 1862—coupon .... ..00 cove vee cone Ld 











U. S. 6’s, 1867..... sbae/pdanende. ccen wees haben 
UW, Be Ge, FOG cacccses dite db4g- 0456 Reeecamknne 
U. S. 6’s, 1868—coupon .... .... ee0e seen 2120 
PUN Baa bs cna cb dad thiaccc bees beds cactaa aE 
ANMOOMNR OB occ cece cane. cece cece eve 06s 
Ree BE 6X usec Kebe-s aivénached evue ween: MB 
Alabama 6’s—Canal loan............ ee 
Alabama 5’s—Canai preferred.............. 41 
Illinois 6’s, 1847..... Sue bcds.cude des 


Illinois 6’s—interest .... 2... cece cece cccecces 

Kentucky 6’s, 1871 2.0. ccc cccccces cooseces 109 
Massachusetts sterling 5’s.... 2.2 seeeee eee 105} 
Massachusetts 5’s, 1859... 2.2. sees cove cece L004 
aR Ge, EBB i oin6 6 i's 6c de cede chan cdicceu Den 
Maryland 6’s.... 0... ......- 
Mississippi .... 2.2. sees cece ceeereces sees ss 


New York 6’s, 1854-5....... CR nbdnd nae tage 
New York 6’s, 186.0-’61-°62......... nob cane 109 
New York 6’s, 1864-’65.... ......... cece cone 114 
New York 6’s, gy., 1866.. 2... 00 ces ceeee 115 


New York 5}’s, 1860-’61.............22.... 105 
Wow Vouk Gi's, 1665. o000.005e, cosctecsiewl@en 


New York 5’s, 1854-’55.... 0... 20. e000. —— 
New York 5’s, 1858-’60-’62.... ..........2...1034 
New York 5’s, 1866...... Sdob ccceneeaeahes 104 
New York 4}’s, 1858-’59.’64...........2.... 97 
Canal certificates, 6’s, 1861................. 106 
Ohio 6’s, 1856. .... eeere eeee eee eeee eeee «eee 106 
COG, Tea teie secs eb é dete cent dives sdineee 
ORAS Cay BSI ois cic cwich ce ccveisack accc Reuse 
Ohio 6’s, 1875......... cea hene anda op cathe 


SE EE MUU e's code culek cone case epacende 104 
oe Les Sie 904 
ennsylvania 5’s........... oes edhe sted thd 
Penncpivenia 6’, 1847-53... cece cece cece 
Pennsylvania 6’s, 1879... 0... .00. sss. -0++ 1054 
Tennessee 6’s.... eeee eee eee cece eeee eeee 
Tennessee 6’s, 1880 
Virginia 6’s, 


eee eee sere sete sees 


eee were ewe sere wcee cant ee 


SOC CHS CHOSE TOO es TERS CaHes 


$060 gone bees cues ee 





Cc 
Brooklyn 


St. LOG 0 sctccs 
Louisville 6’s 1880 .... 


New York 5’s, 1890........ 
Fire loan 5’s, 1886............ 
Philadelphia 6’s, 1876-90. ... 

Baltimore 1870-90... .. 0... see 
Boston 5’s.... 


HAILROAD BONDS. 


Ohio and Pennsylvania 7’s, 1 
RAILROAD STOCKS. 


Albany and S::henectady. ......100 
Boston and Maine.......+. ..+.104% 
Boston and Lowell ............109 
Boston and Worcester,........100% 
Boston and Providence ........ 87 
Baltimore and Ohio ........... 644 
Baltimore and Susquehanna,... 324 
Cleveland and Columbus....... — 
Columbus and Xenia.......... — 
Camden and Amboy........... — 
Delaware and Hudson (canal)... 111 
tern eeee ©8 Pe eee eee eeee ee 
Was deine siti inde abaualaa ee 
Pen Res. i Se St 99 
Fitchburgh COCe Cee tee sees +00 1045 





Georgia coo. cece owed cwenitedales 
Georgia Central..... ontee o> 
Bia o4 dddteexwccntnced OE, 

és referred......... <endu lll 
Hartford and New Haven......126 


Housatonic (preferred)......... 35 
Hudson River... .....00s. sees OTb 
Little Miami .... ..<ocsccesese, 
Long Island... 1.2. .cccccccees SIP 
Mad River.... 0... .....ee0ce0. — 
Madison and Indianapolis....,. 98 
Michigan Central............. 96 
Michigan Southern............113 
New York and New Haven.... 111% 
New Jersey... 0... ccc. cccccce 129 
Sto eou teen 
New Bedford and Taunton ..., 117 
Norwich and Worcester...,.... 56% 
Ogdensburgh ........sse0. e000 2Ot 
Pennsylvania.... .........00.. — 
Philadelphia, Wilm’gton & Balt. 29 
Peterebarg .. wwvesdes eid idects = 
Richmond and Fredericksburg... — 
Richmond and Petersburg... .. = 
ee ee Ieee 
Rochester and Syracuse.... ....1123 
SROMMRMIOR: «6:60 c0ce okie t8ss vide 
South Carolina..........00.... 
Syracuse and Utica....... ooee 125 
Taunton Branch........... 
Utica and Schenectady ......... 127% 
Vermont Central.............. 
Vermont and Massachusetts .... 205 
Virginia Central.... eeee eeeeee ra 
Western ee Ce eee eee eee ceeinw ee - 
Wilmington and Raleigh 


The attention of our readers. 
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ITY SECURITIES=BONDS. 

6's.... SOO He HTT eee ee EHS Oe ee 
Albany 6’s, 1871-1881 .... Cees C8 Oe eee sere ueat 
Cincinnati | ee ee ee | 


eeee rere eee eee ee eee Ce ee 


Pittsburg 6's, 1869-1871 .... eeee eeee cece eeee 964 
New York 7's, 1857.0... 0... cesdeses coos lS 
New York 5’s, 1858-’60........6 4.00 e008 sees OB 
New York 5’s, 1870-'75.... eoee ee er ceee ooee103 


sere cere cere eee 
eee cone «ee. 1013 
eo eeee tees sees 


veewe coce conc lOSy 


eee sees seeeneees oudeiaviihas anil 


Erie Ist mortgage, 7's, 1868.... 000 cece cose BIG 
Erie 2d mostgaye, 7's, 1859... .e00 cous veeee DOM 
Erie income Ts, 1855... eeee eee Cees Ce eH eee 
Erie convertibie bonds, 7’s, 1871 .+++ +++ eeeee 998 
Hudson River Ist mort., 7’s, 1869...........106 
Hudson River 2d mort., 7’s, 1860............ 964 
New York and New Haven 7’s, 1861...50.. 103 
Reading 6's, (870 eeee eee seer Ce ee eee Ce ee eee 79% 
Reading murtgage, 6’s, 1860..... ..00 se00+«+ 844 
Michigan Ceatral, convertible, 8’s, 1860..... 1034 
Michigan Southern, 7’s, 1860 ........ 
Cleveland, Col. aad Cin. 7’s, 1859..... 
Cleveland and Pittsburg 7's, 1860..66< «0sse.5 98 


eeeeee 
eee eeee eee 


Ohio Central Ts, 1861 eeeee eeee eeee eee eee 92 
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We seldom > accidents on railroads. 
‘Phe chief reason is, that the public will be in pos- 
session of the account of them through the daily 

rs, before our Journal will reach them. Bat 
“aecidents” are becoming so alarmingly frequent, 
they should receive attention for the purpose of de- 
vising some way of preventing them, if for no other. 

During the past year, nearly 100 persons have 
fallen victims to railroad accidents in New Yerk 
alone, and about one-half of this number seriously 
injured... The loss of property suffered is also im- 
mense. All this would seem to cry for reform, but 
the evil goes on increasing with fearful ratio, in- 
stead of diminishing. 

Now these casualties are not necessarily inher- 
ent in travelling by railroal. To be sure, in trav- 
elling by railroad, we move under conditions that 
impose a heavy tax upon the strength of material, 
but‘this can always be proportioned to the burden 
té’be borne, Great vigilance is constantly requir- 
ed, but not greater than can easily be exercised. 
In fact, railroad travelling can be made the safest 
injthe world, as is fally demonstrated by the prac- 
tie@on some roads, All that is wanted is, that the 
care and vigilance required should, in all cases, be 
equal to their exigencies; and they can always be 
80, with a proper attention andexpense. Railroad 
companies can easily prevent a greater portion of 
the aceidents that occur, if they will. 

Awentire immunity trom accident cannot be ex- 
pected, The officers and employees of a road can 
only be rendered competent for their trust by expe- 
perience, which implies a difference of qualification 
at different periods, It will occasionally happen 
that incompetent and unfaithful men are unavoid- 
ably employed, or that some imperfect material is 
used... But the necessary accidents due to these 
causes, are but a tithe of those that daily happen 
from sheer carelessness, 

The only way to prevent accidents, isto make it 
for the: interest of railroad companies that they 
should Nor happen; to make the penalty so great, 
that freedom from them shall be necessary for 
economy’s sake. All corrective measures, in fact, 
resolve themselves into this. The Legislature 
should not only see that a proper penalty is an- 
nexed to every accident, but the public should take 
the matter into their own hands, by giving exem- 
plary damages in all cases that come before a jury. 

But*‘something more than this should be done. 
No material should be used upon railroads, upon 
which the lives or sufety of the travellers may de- 
pend, without being subjected to the inspection of 
some competent person. We adoptthis precaution 
as far as the engines and boilers of a steamboat are 
concerned ; why should we not extend the same to 
the locomotive, to the running stock, rails, etc., etc, 1 
Why not compel companies to use nothing but the 
best materials of every kind? There is no hard- 
ship in this, as it will prove true economy in the 
end. We require many of the most important ar- 
ticles of merchandise to be inspected beforé they 
can besold, for the purpose of ascertaining their 
quality. Why not do the same thing, where the 
lives*of thousands are daily concerned ? 

The, introduction of railroads has been so re- 
cent, that legislation has by no means kept pace 
bier development, nor with the necessity of 
prov g for the public safety. Railroad compa- 
_ be made to feel that economy and safe- 


the same thing.--The equality cf every- 








i used upon roa which the safety of 


d be subjected to the in- 
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spection and approval of some competent person. 
This precaution would prevent a multitude of ac- 
cidents. We will cite a case in point. A great 
many of the most terrible accidents upon the Erie 
road have been occasioned by the use of a rail of 
poor quality. Those rails should never have been 
used, and never would have been had they been 
subjected to the proper tests before using them.— 
This necessity applies with equal force to the run- 
ning stock of a road. Will not our legislature take 
this matter in hand, and apply the remedy within 
their power, and which could be made effectual to 
secure almost entire immunity from the dreadfal 
accidents which we almost daily witness. 





Bridge Building by the Pneumatic Process. 

We learn that the interesting experiment of sink- 
ing piers for bridges, upon the pneumatic process, 
is soon to be tried by the Wilmington and Man- 
chester railroad company, in constructing their 
bridge over the Great Pee Dee river in South Car- 
olina. The Pee Dee is a large and rapid river, 
and where the road crosses it, runs over a bed of 
light shifting sand, which is of too great a depth to 
allow the use of wooden piles. In the new process 
it is proposed to use cast iron tubes, six feet in di- 
ameter, in sections of eight feet. The depth of the 
river at ordinary low water is 10 or 12 feet. The 
tudes are so cast as to fit into each other, and of 
course are to be made entirely airtight. In the 
commencement of the process two tubes will be 
used, and additional ones fitted on as fast as it shall 
become necessary from the sinking of the pile, or 
shaft. Long wooden guide piles are first to be 
driven, to keep the iron tubes in an upright posi- 
tion. 

Two piers will be constructed in this manner, 
each consisting of a group of four distinct tubes, 
or piles. They will be driven through the sand, 
into some material that shall affurd a good founda- 
tion. The water and sand will then be pumped 
out, and the tubes filled with concrete. They will 
be carried up to the bed of the bridge, and will con 
stitute the entire piers. The tubes constituting each 
pier, will be thoroughly braced together, for mutu- 
al suppert. 

This method of sinking the piers for the above 
bridge has been recommended by Mr. Fleming, the 
inteljigent and efficient engineer of the company, 
under whose direction the experiment is to be tried. 
The castings, steam engine, air pump, etc., are to 
be furnished by Mr. Parrott, of the West Point 
foundry, All the most difficult parts of the machi- 
nery to be used, are to be most thoroughly tested by 
the builder before taking them upon the ground. 
Every precaution is to be taken to ensure success, 
but as the experiment is the first ever made in this 
country, it would not be at all strange, if complete 
success should require a series of experimental 
tests, 

The above mode of sinking tubes is, in its prin- 
ciples, one of the most simple and beautiful pro- 
cesses imaginable. The power used is the pres- 
sure of the superincumbent air, a vacuum being 
created in the tube. The extent of this pressure, 
the cross section of the tube being given, can be 
determined to an ounce. The pressure upon the 
top of the tube being uniform, it has a tendency to 
keep it in an upright or vertical position. Should 
it meet an obstacle, the water and sand can be 
pumped out, so as to allowthe workmen to descend 
to remove it. In all stages of the process, the tube 
serves the use of a coffer dam; and becomes an 


| 
We are glad to learn that active operations are 
to be immediately commenced upon the above 
work, for the purpose of carrying it as far along as 
possible, betore the commencement of the sickly 
season, We hope soon to be able to communi- 
cate to our readers, from time to time, the result. 





Indiana, 

Indiana Central Railway.—We learn from a re- 
cent report of the President, that the grubbing, 
grading, bridging and culverting on 63 miles of this 
road are under contract and progressing rapidly. 
The remaining 9 miles will be put under centract 
very shortly, and the whole work will be pressed 
forward with energy to a final completion. The 
company expect to have 10 miles of the road, 
from the state line to Centreville, the county seat 
of Wayne county, completed, and ready for the 
iron by the Ist of July next. They also expect to 
have 20 additional miles of track ready for the iron 
rails by the Ist of October next; 33 additional 
miles ready for the rails by November next; and 


‘|the whole road completed during the spring follow- 


ing. 

The cost of grubbing, grading and bridging the 
entire line is estimated at $292,724 90. The su- 
perstructure will cost $494,000, and the ballasting, 
$50,169, making the total cost of the road, without 
motive power and cars, $836,893 90. Add to this 
the sum of $166,000 for equipment and incidental 
expenses, and the total cost of the road, when ready 
for business, will be $1,002,893 90. The average 
cost per mile for_construction alone will be $11,- 
677 04; for construction and equipment, $13,993 
22. 

The amount of stock subscribed in the road is 
over $450,000: of which $150,000 have been paid 
in. It is believed that by July next the amount 
subscribed will be nearly $700,000. Great confi- 
dence is placed by the public in the stock of this 
road, and there is no doubt but that the requisite 
quantity will be taken. 

With regard to the alignment of the road, there 
is no curve having a radius of less than 1:547 feet. 
The total amount of curvature is 3°84 miles nearly, 
and the amount of straight line 67°84 miles, the to- 
tal length of the road being 71°67 miles. The 
grades are less favorable ; the amount of level sur- 
face being only 18°45 miles, while 32°40 miles are 
composed of grades over 30 feet to the mile. The 
highest limit is 58 feet. Were it not for the con- 
sideration that the road is nearly an air line, these 
grades might be considered objectionable; but 
wherever a high rate of speed is desirable, as it is 
on the Indiana Central railway, it will be found to 
be much easier attained on a straight road, with no 
grades exceeding 60 ft., than on a curved level line, 

In its business prospects this road is scarcely ex- 
celled by any other in the United States, Jt was 
originally, as most are aware, a part of the Terre 
Haute and Richmond railroad, which for greater 
convenience of construction was divided into two 
lines at Indianapolis. The nominal length of the 
road is 72 miles; from Indianapolis to the State 
line between Ohio and Indiana; but in reality it is 
part of an immense chain, extending fiom the Ohio 
opposite Wheeling, to St. Louis on the Mississippi. 
This chain connects at Wheeling with the Balti- 
more and Ohio railroad, leading to Baltimore, 
Washington, and the southern Atlantic cities; also, 
by means of the Hempfield road, with the Pennsy!+ 
vania Centtal railroad, Philadelphia, New York 
and Boston, At Columbus, the capital of Ohio, © 





abutment, or pier, when sunk io its proper depth. 


a connection is made with the Cleveland and Co: 


























Jumbus. railroad, leading to Lake Erie; and at 
Xenia with the Mad River railroad, also running 
to Lake Erie. By means of these roads, a connec- 
tion is effected fer the Indiana Central railway, 
with the Lake Shore roads, the New York and 
Erie, the Central New York, and Boston and Wes- 
tern railroads. The Indiana Central road is also 
connected by two railroads with Cincinnati: the 
Cincinnati, Hami!ton and Dayton at Hamilton, 
and the Hamilton and Eaton railroad at Richmond. 
By means of these two roads a desirable route will 
be offered from Cincinnati to St. Louis. 

There is in process of construction at the latter 
city a railroad west tothe Pacific. When that road 
is completed, there will be a great chain extending 
from one side of the continent to the other, of which 
the Indiana Central railroad will form a part. 

With such connections, together with the fact of 
its being in the line of western emigration, the In- 
diana Central railway will have a most important 
through traflic. 

When we consider the rich agricultural region 
through which it runs, the rapidly increasing pop- 
ulation of that portion of Indiana, and the conse- 
quent increase of taxable property, we conclude 
that the local business of the Central road will be 
no less favorable. According to the late census re- 
turns, the valuation of the-real and personal estate 
in fourteen counties, through which this line runs, 
amounts to the sum of $61,945,891. If we add to 
this amount the returns for only three counties in 
Ohio, for the connecting link in the chain, the 
Dayton and Western railroad, amounting to $22,- 
293,072, we shall have an aggregate sum of $84,- 
238,963, tributary to the Indiana Central railway. 

The line west of Indianapolis is also very pro- 
ductive, and abounds in inexhaustible beds of bi- 
tuminous coa!, of the very best quality, which 
must add largely to the general transportation. 

According to the lowest estimates made, the net 
profits of the road will be $150,000 per annum, or 
15 per cent on its cost. Inall probability they will 
greatly exceed that amount. 





Cleveland and Wheeling Railroad. 

The efficient and able president of the Cleveland 
and Wellsville railroad passed through this city a 
few days since, on his way to Baltimore, for the 
purpose of calling the attention of the authorities 
of that city to the subject of the proposed extension 
of the Cleveland and Wellsville road to Wheeling, 
a distance of 38 miles. We learn from Mr. Pren- 
tiss that there are no engineering difficulties in the 
way tu hinder the completion of the Wheeling ex- 
tension by the first of January next, the day pro- 
posed for opening the Baltimore and Ohio railroad. 
All that is wanting is money. The route is a re- 
markably direct and easy one. The rails can be 
purchased on good terms of the Brady’s Bend com- 
pany, and the whole road can as well be put in 
running order in nine months, as in as many 
years. . 

Mr. Prentiss goes to Baltimore to secure ‘“ mate- 
rial aid” from that city, which has vastly greater 
interests at stake in the early completion of the 
above road than those living immediately upon its 
line. During the present year the Baltimore and 
Ohio railroad will, at an immense cost, reach 
Wheeling. Sut here that road will practically 
stop, at least for two, if not three years, unless the 
extension to Wellsville shall be completed. This 
would at once connect the former with the railroad 
system of Ohio, and with Cleveland, thé first lake 
city of that State. It is our firm belief, that the 
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city of Baltimore, and the Baltimore and Ohio rail- 
road, can better afford to cunstruct the link refer- 
red to, and present it to the Wheeling tompany, 
than to be without a railroad covnection in the 
west for two years to come. Should this connec- 
tion be completed within the present year, the Bal- 
timore and Ohio railroad will open with all the 
eclat and prestige attached to a through route. It 
will secure all the real and theoretical advantages 
due to this fact, the latter a matter by no means to 
be despised. On the other hand, should the Balti- 
more route stop at Wheeling, travel and business 
would take the New York and Philadelphia routes, 
trom which it would be very difficult to recall it. 
[t is due to the city cf Baltimore, and to the Balti- 
more and Ohio railroad, that a matter of such vi- 
tal importance should not be’allowed to linger for 
the want of the small pittance now-wanted to make 
up the required sum. The Baltimore and Ohio 
railroad is already suffering severely from the rival 
routes named, from the fact that the former have 
much less extent of unfinished Jine than the latter. 
By the first of January next, with proper exertion, 
the Baltirnore can be on as good a footing as the 
New York, and much better than the Pennsylva- 
nia route. 

An additional reason why Baltimore should take 
up the Wheeling extension of the Cleveland road) 
is the fact, that the stock of the latter will com- 
mand very nearly par. We believe it will com- 
mand a premium within a year from this time.— 
Our Baltimore friends, therefore, can secure not 
only all the advantages we have enumerated, by 
taking up the above project, but can do a very 
good thing for themselves, by subscribing—to its 
stock by way of investment. 





Alleghany Valley Railroad. 

We learn that vigorous steps are to be immedi- 
ately taken to commence this work, whieh we re- 
gard as one of the most important projected roads 
in the country. It will constitute the great avenue 
through which the city of Pittsburgh will commu- 
nicate with New York and New England. Itisa 
work necessary to the maintenance of the impor- 
tant position now held by that city. For New 
York and the Eastern States, it opens a direct route 
to the head of navigation on the Ohio, without go- 
ing through Philadelphia, a matter of no small 
moment, when we consider that that city may again 
repeat the precedent of refusing to forward over the 
Central road, merchandize purchased elsewhere. 
It is highly important that New York should be 
able to reach the Ohio river, by a convenient and 
commodious route, without suffering from the ex- 
actions of her rival. The Albany and Susquehan- 
na road will, in connection with the Allegheny Val- 
ley road, open a very direct route from Boston and 
other eastern cities to the highest points of western 
navigable waters. There can be no doubt that the 
Genesee Valley road will reach the Erie road at 
Olean long before the Allegheny road can be com- 
pleted, so that a short and direct route will be open- 
ed between Pittsburg and Lake Ontario. The last 
named road will traverse one of the most produc- 
tive iron and coal regions in the world, and will 
supply western New York and the lakes with these 
important articles. 

The value of the Allegheny Valley road to this 
city will be fully appreciated bere, and it will be 
likely to receive substantial aid, so soon as it shall 
be in a position to demand it. Ovr people will 
eagerly embrace a project that promises to give us 
a free access to the west. It would undoubtedly se- 
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cure to us a very large trade trom Pistsburg, which 
is now almost entirely monopolized by Philadel- 
phia. We have good reason to suppose that: the 
companies constructing roads west of Pittsburg, 
are well disposed toward New York, which has fur- 
nished the means for their works. Pittsburg can- 
not fail to be very largely benefited by havingac- 
cess at all times to the New York market; as this 
will secue to her much better treatment from the 
Philadelphia interest. In every point of view; the 
Allegheny road is a most important work, andwe 
hope to see it pushed forward with all the despatch 
that the magnitude of the results involved in it de- 
mands. 





Duryee, Forsyth & Co.’s Weigh Lock and 
Railroad Scaies. 
We invite attention to the following testimoni- 
als in reference to the scales manufactured by the 
above firm :— 


Western Division Erie Canal Enlar; 

October 11, eo } 
Messrs. Duryee, Forsyth & Co. : 

Gentlemen :—The Rochester weigh lock scale, 
constructed by you and under your special super- 
vision, having now been in operation since the 
29th July last past, sufficient time. has e to 
afford me the expression of my entire in 
their practical utility and perfection of \. 
They have been carefully submitted to the most 
severe and scrutinizing tests, and in each repeated 
instance have proved themselves more than equal 
to the highest expectations of the canal. officers.to 
whose charge they have been committed, In re- 
gard to workmanship and superior finish, 50 struc- 
ture of the a our canals bears suitable 
comparison, while the plan and princi 
and the great weight of metal ae iead tn ied their 
construction, establishes the conclusion of thei 
great superiority over all other scales of their clas 
I have yet seen. They are indeed, in my opinion, 
without a parallel. 

Very respectfully, yours, ete. 
Jacos Hinps, Canal Commissioner, 


Freight Office Auburn and Roch. R.R. Co., 
ochester, January 26, 1849. 
Messis. Duryee, Forsyth & Co. : 
Gents.—Having the charge of the freight.depot 
of the Auburn and Rochester railroad in this cit 
in which you placed one of your railroad trac 
scales, weighing twenty-three tons, and two of your 
depot scales, weighing six tons each; about one 
year since, | have seen them tested in various ways 
at different times and take pleasure in stating that 
I have always found them correct. The scales 
have been in constant use since they were put in, 
and thus far have given entire satisfaction’to 
parties Seneeenne, I most cheerfully recommend 
your scales tor all similar purposes, believing as. 
do that they cannot be excelled. ' saad 
I am, respectfully, yours, etc., 


Geo. B. Repriexp, Freight gent: 


Liability of Railroad Cempantes, 





covered a verdict of $100 and costs against the New 
York and New Haven railroad company, being the 
value of a trunk and contents placed in 

of the baggage-keeper, ity June last, but not deliv- 
ered. The ticket, a check received for it,had been 
lost, and the agent refused to deliver it whem it was 
demanded, and it was subsequently lost) ‘The 
Court held that in common law the railroad com - 
pany is liable for the loss ot baggage entrusted to 
their care, and the giving a check to a passenger, 
designating the number of the baggage, was in 
tended to furnish the passenger with addit 


curity, and the loss of the check does not, 
the com from liability, ‘som 
son presents the cbeck, and apsot hithanieee, 















A man by the name of Patrick Cass recently re- | 
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‘We have received a copy of the recent report of 
‘the ‘survey of the Isthmus of Tehuantepec, made 
by the Tehuantepec railroad company, under the 
general superintendence of Major J. G. Barnard of 
the United States Engineers. The report was pre- 
pared by J. J. Williams, Esq., first assistant engi- 
‘meer, owing to the iliness of Major Barnard, and 
to his prolonged stay upon the Isthmus. The 
report is accompanied by a volume of maps and 
‘profiles of the route, which are executed in a style 
of great elegance, and upon which the topography 
of the Isthmus is most carefully delineated. The 
report makes a volume of 300 pages, and contains 
numerous sketches, illusttative of the character of 
the country and its inhabitants. It isdivided into 
two parts, the first of which comprises the engineer- 
iog and hydrographic teports, an account of the 
Pacific ports, and closing with a general summa- 
ry, showing the practicability and cost of construc- 
tion of the road, the adaptedness of the route to the 
wants of commerce, its probable revenue, etc., etc. 
‘The second part treats of the geology, climate, pro- 
auctions; the inhabitants, their productive industry, 
etc:;ete. The whole of it bears the marks of the 
most thorough and careful research and investiga- 
tion, and carries internal evidence of its entire re- 
liability. Every point of interest or inquiry touch. 
ing that portion of the Isthmus is met, and thor- 
oughly explained and elucidated. It conveys to 
the reader as vivid an idea as it is possible to have 
without actual observation, of the physical charac- 
teristics of the Isthmus of Tehuantepec, its capaci- 
ty to become the great route of commerce between 
the two oceans, its productions, the character of its 
inhabitants, etc. The literary merit of the work is 
far above the ordinary style of engineering reports 
in this country. It is clear and lucid, exactly adap- 
ted to give adistinctidea of whatever is treated up- 
on. On the whole, we can say that the volume 
before us reflects the highest credit upon Major 
Barnard and his staff, and the preparation of it for 
publication, upon Mr. Williams, the first assistant, 
upon whom, in consequence of the poor health of 
Major Barnard, the pceparation of the report, and 
many of the more important duties of the survey, 
devolved. 

As every thing connected with the proposed 
route across the Isthmus possesses a general public 
interest, which is daily increasing, from the rapid 
ly growing importance of our Pacific possessions, 
‘we propose from time to time to place before the 
public the more material portions of the report.— 
We commence with the following extracts, giving 
a general topographical view of the Tehuantepec 
route, 

‘The Isthmus of Tehuantepec is that portion of 
the Mexican territory which lies between the Galf 
of Mexico and the Pacific Ocean, where the two 

a ch the nearest to each other; and com- 
e eastern portions of the states of Vera 
uz and Oaxaca. 

From the mouth of the Coatzacoalcos, which dis- 
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“ _ harbor of one on the Pacific, sit- 

in 16° 11’ 45” north latitude and 95° 15’ 40” 

‘west tude, the distance in a direct line is 143} 

miles. - coast-lines on either side have a gen- 
nearly east and west. 

considering the Isthmus with reference to its 

geoxs topographical features, it may properly be 

‘to ceo three main divisions, more or less 






try bordering the ocean on the south, and known 
as the Pacific plaiws. — 

- The first divisidd comprises a belt of country of 
sonte forty or fifty miles in breadth, lying contigu- 
ous to the Gulf coast, and made up of extensive al- 
luvial basins of exceeding richness and fertility, 
through which the drainage of the northern slope 
of the Cordillera discharges itself into the Gulf. 

The frincipal of these hydrographic basins is 
that of the Coatzacoalcos, which occupies the cen- 
tral portion of this division, and has a general di- 
rection of N.N.E. by 8.8.W. . [t is separated from 
the basin of the Tonala and Tancochapa rivers on 
the east, and the San Juan on the west, by a mod- 
erately elevated plateau or table land, furrowed by 
numerous smali streams, and génerally covered 
with dense forests. These table lands, with few 
exceptions, are not elevated more thantwo or three 
hundred feet above the sea level. 

Conspicuous to the west of the Coatzacoalcos are 
the peaks of San Martin and Pelon, mountains 0: 
considerable magnitude, and constituting the most 
suiking topographical features of this division of 
the Isthmus. They occupy an angle in the coast, 
which at the Barrilla turns to the north, making 
nearly a right angle with the coastline to the east, 
and gradually curving to the west for a distance of 
29 or 30 miles, when it again assumes an east and 
west direction. The mountains referred to termi- 
nate a long range of hills extending to the west, 
and gradually decreasing in height till they subside 
to the level of the plain country bordering the San 
Juan river on the east: the whole being known as 
the Tuxtla range. With few exceptions, the entire 
country embraced in the northern division (as seen 
from the highlands immediately south of the Jalte- 
pec river) presents the appearance of a broad plain, 
entirely covered with dense forests. 

The second or middle division may be said to ex- 
tend from the Jaltepec river on the north to within 
20 or 25 miles of the Pacific coast, comprising a 
strip of country through the central portions of the 
Isthmus, of some 40 miles in breadth on the west, 
and gradually widening out towards the east to 60 
or 70 miles. This division presents a great diver- 
sity of feature. The immense chain of the Cordil- 
lera, which, under different denominations, extends 
almost without interruption, the entire length of the 
two Americas, traverses the country from east to 
west ; but instead of those lofty volcanic peaks, 
which constitute so striking a feature of extensive 
portions of this gigantic chain of mountains, there 
is a sudden depression of the range in its passage 
across this Isthmus, the continuity of the chain be- 
ing nearly broken at a point directly in the line of 
shortest communication between the two oceans. 
The Cordillera here approaches very near the Pa- 
cific coast, and its southern slope terminating sud- 
denly, extends in nearly a right line for a consider- 
able distance in an east and west direction. But 
on the north side, the base of the mountain range, 
commencing at the point of greatest depression, 
forms an extended curve to the northeast on one 
side, and to the northwest on the other, having the 
concave side turned towards the north. The sec- 
tion of country lying to the south of the Jaltepec 
and Chalchijapa rivers, and circumscribed on the 
east, south and west by the above mountain range, 
is made up of elevated table lands, more or less 
broken and divided by low irregular spurs from the 
main Cordillera. To the east and west we find 
a confused mass of mountains, which, though at- 
taining to but a moderate elevation, cover a large 
extent of country, particularly on the east, where 
they fill nearly one-half the breadth of the Isthmus. 
The table lands above mentioned comprise an area 
of about 1400 square miles, and are watered by the 
Jumuapa, Sarabia, Malatengo, Almoloya and Chi- 
chihua rivers, all tributaries to the Coatzacoalcos, 
and streams of small importance, by reason both of 
their limited length and the comparatively small 
volume of their waters. The first four take their 
rise in the mountains to the west, and the Jast drains 
a portion of the mountainous districts to the east. 
These streams present through nearly half their 
length the character of mere torrents, and their 
cutrents are qeerally rapid throughout their en- 
tire course. th 
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The elevated re and ridges referred to; and 
Which traverse the cotintry gentrally ii dn east 
and west direction, offer the principal obstacles to 
the construction of a railroad across this portion of 
the Isthmus. The Jaltepec and Jumuapa rivers 
are separated by a chain of highland, constitutin 
a spur from the Cordillera athe west, and extend- 
ing easterly to the Coatzacoalcos; branching from 
this main ridgé, are numerous lateral spurs, which 
decreasing in width and height, gradually subside 
to the level of the river bottoms, We also find the 
country bordering the Sarabia river considerably 
elevated and broken; from its confluence with the 
Coatzacoaleos td a point about two miles westward 
of Boca del Monte; and three miles southwest of 
this latter place is a high range of hills, known as 
the mountain of Sarabia. ; 

Further to the south are the hills of Kochiapa 
which originally seem to have formed a connecte 
chain, joining the mountain range to the east and 
west, but have been cut through or divided by the 
Malatengo, Almoloya and Chichihua rivers; thus 
Opening nalwral passages through a raiige of hills, 
which otherwise would seem to have offered an al+ 
most insuperable obstacle to the construction of a 
railroad. Between this range and the Summit 
Pass, the country is made up of elevated rolling 
plains, which are divided by low ranges of hills in- 
to three divisions, known respectively as the plains 
of Xochiapa, Chivela and Tarifa, which generally 
present a very smooth surface, but more or less un- 
dulating, and nearly destitute of heavy timber, ex- 
cept on the margins of the principal streams. 
They gradually become more elevated as we ap~ 
proach the Summit Pass, and also present a more 
uniform level surface. They are bounded on the 
south by the cerros Prieto, Masahuita and Espino- 
sa, all of which terminate in rugged limestone 
peaks, at an elevation of from 1500 to 2000 feet 
above the Pacific; and form the only connecting 
links between the high mountain chain extending 
westwardly through the state of Oaxaca, and the 
Cordillera of Guatimala on the east. 

By a narrow opening or gap in these mountains, 
we descend suddenly from the elevated table lands 
to the Pacific plains, which form the third or south- 
ern division. These plains average about twenty 
miles in breadth, from the base of the mountains to 
the Pacific coast, and descend on the meridians to 
the lagoons, at an inclination varying from ten to 
fifteen feet in the mile; thus forming, as it were, 
an immense inclined plane, with its side next the 
mountains, about two hundred and fifty feet above 
the Pacific. Under these circumstances they pre- 
sent a remarkably smooth, even surface, with an 
uniform, gentle slope towards the sea. In some 
instances there are occasional isolated hills, which 
rising abruptly, form a prominent feature in the to- 
pography of this part of the country. The plains 
are traveised by eight rivers, which discharge the 
drainage of the southern slope into the sea. Seven 
of these rivers empty into the lagoons, which are 
connected with the sea by a narrow outlet, called 
the Boca Barra; the eighth, or Tehuantepec river, 
comes from a northwesterly direction, and passing 
through the city of the same name, discharges it- 
self directly into the sea at the Bay of Ventosa, 

All of these streams, as they issue from the 
mountains, are remarkably pure and limpid, even 
in times of flood, thereby indicating the rocky na- 
ture of the districts which they drain. In their des- 
cent towards the plains they offer almost unlimited 
sources of water-power, which at many points may 
be made available for sawing lumber or for other 
purposes, ~ 

The lagoons, which receive most of the drainage 
ot the southern slope, extend a distance of nearly 
forty miles along the cost, and comprise an area of 
more than 200 square miles; they are divided bya 
narrow peninsula of land into two principal divi- 
sions, Known as the upper and lower lagoons.— 
Though of considerable extent, they are generally 
shallow, and no doubt annually:becoming more so 
from the sediment brought down by the numerous 
rivers which discharge into them. 

The bay of Ventosa is formed by an indentation 
in the coast, and the projection of the Cerro Moro 
on the west. The Tehuantepec river discharges 
itself near this point. The bay is partially shelter- 
ed from the north winds by low ranges of hillsfrom 
three to four miles distant, A short distance to the 
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Of the streams watering the. northern slope of 
the Isthmus, the most important by far is the Coat- 
zacoalcos, by reason both of the comparatively 
large extent of country, for the drainage of which 
it is the outlet, and also as furnishing the natural 
channel through which the projected communica- 
tion between the two oceans may, in part, be effect- 
ed. The river takes its rise in the unexplored part 
of the Sierra to the east of Santa Maria Chimalapa. 
About thirteen miles above this village, the Chi- 
malapilla falls into the Coatzacoalcos on its right 
bank. This was the highest point explored by the 
commission ; but the Indians ascend it on rafts thir- 
ty or forty miles further beyond. 


From Chimalapilla, the Coatzacoalcos receives 
a large number of tributaries, among the most im- 
portant of which are the Coachapa and Aspinapa. 
on the east, and the Jaltepec and Tierra Nuevaon 
the west. The Aspinapa is a large and important 
river, and is navigable for some distance for large 
ships. 

From the mouth of the Jaltepec to the mouth of 
the Coatzacoalcos, the latter has a gentle and pret- 
ty uninterrupted current. For avery considerable 
distance it is navigable for large vessels. We copy 
the tollowing account of the river, from Mina-titlan 
to its mouth, a distance of about 20 miles. 


The banks of the river below Mina-titlan are 
very low and frequently flooded. The mouth of 
the Coatzacoalcos, the geographical position of 
which has been given, is 115 miles west from the 
river Grijalva or Tobasco, and 110 miles from Ve- 
ra Cruz. Its width is about 1500 feet, and its depth 
varies in different places. A transversal section of 
the river, over the bar, shows it to be slightly 
swelled in the middle and hollowed out towards the 
two banks of the river; the hollow on the right 
forming the eastern, and the other the western pass. 
The greatest depth of the latter is close to the bank 
on which the fort is built. This pass is a straight 
channel, of easy entrance, and always the same, 
by reason of the nature of the material composing 
the bar. It has a width of. 350 feet and a depth of 
13 feet, which, however, is diminished to 12} in 
the month of May. The tides are not strong on 
the Mexican coast; but in case of heavy northerly 
winds, the waters of the river are backed up, giv- 
ing a sensible increase of depth on the bar. The 
eastern channel is about 100 feet in width, and its 
depth varies from 11 to 12 feet. 

As soon as the bar is crossed, and the ascent of 
the river commences, it widens and deepens, and 
at 7 miles from the Gulf the lead shows a depth of 
40 feet, which is preserved for somedistance. The 
least depth in the channel below Mina-titlan is 12 
feet, and this may be carried nearly to the island of 
Tacamichapa. The superior advantages offered 
by this stream as a safe and convenient harbor for 
ships, early attracted the attention of the Spanish 
conquerors. Cortes, in his official dispatches tothe 
Emperor Charles V., speaks of the importance of 
this river, as furnishing the best harbor to be found 
on the Gulf coast of Mexico. In giving the results 
of a survey of the river, made by his order, he 
says: “ They found two fathoms and a half of wat- 
er at its entrance, in the shallowest part, and as- 
cending twelve leagues, the least they found was 
five or six fathoms.’ 

These soundings were made in the year 1520, 
and give about the same depth over the bar at the 
mouth of the river which we now find. This is an 
important fact, as proving that the material of 
which the bar is formed does not change its posi- 
tion, and giving promise that any work for deepen- 
ing the channel at this point will afford permanent 
results, 








Massachusetts, 

Amherst Railroad.—The Amherst Express states 
that the railroad from that place to Palmer is pro- 
gressing rapidly. There are now over two hun- 
dred laborers employed upon it. Thedirectors held 
& meeting at Palmer on Monday, at which it was 
decided to make the second assessment of $5, pay- 
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Bridging the St. Lawrence. 

We understand that an application is to be made 
to the Canadian Parliament by the Montreal and 
New York railroad company for leave to build a 
bridge across the river St. Lawrence, connecting 
the north with the south shore, above the Lachine 
Rapids, and below the village of Lachine, and 
Caughnawaga, with power to acquire the lands 
necessary to connect the bridge with the Montreal 
and New York railroad. 





‘Tennessee. 

Nashville and Chattanooga Railroad.—The Chat- 
tanooga Advertiser learns from Mr. Grant, Chief 
Engineer on the Nashville and Chattanooga rail- 
road, that the track laying is proceeding at the rate 
of a mile and a half per week on the western divi- 
sion. He is confident in the opinion that the road 
will be open for through travel by November next 
—connection being made at the river py steam 
boat. st hatin tilt aaa 

Virginia and Tennessee Ruilroad. 

The railroad from Lynchburg to Liberty, a dis- 
tance of 25 miles, was formally opened Tuesday 
last. We have no space to speak of the event, 
further than to say, that it was an occasion of much 
rejoicing with the citizens of both places. Several 
hundred persons, among whom were some (not all) 
of the Joveliest ladies of our town, accompanied the 
cars on their first trip through.— Virginian. 





Baltimore and Ohio Railroad. 

The Baltimore City Council have passed a reso- 
lution authorizing a sale of a portion of the divi- 
dend stock of the Baltimore and Ohio railroad 
owned by the city. This resolution provides that 
three thousand and forty-eight shares shall be sold 
at a rate not less than $70 per share; the fund 
arising therefrom to be applied to the payment of 
the interest on the internal improvement debt of the 
city. 








Measuring Tapes 
F the best quality for Surveyors and Engineers, 
manufactured by EDDY & WELLS, 
6m*15 No. 7 Platt st., New York. 











Olcott & Brother, 
| Ee and Manufacturers of the celebrated 
Locomotive Lamps, to whom was awarded the 
FIRST premiums by the American Institute, and al- 
so at the State Fair held at Rochester, N.Y., in 1951. 
These Lamps are in general use throughout the Unit- 


ed States. We are now prepared to furnish Lamps 
ef every description used on Railroads, and_a better 
article than any other establishment in the United 
States. A. R. GILLMORE, Agent, 
35 Canal st., New York. 
OLCOTT & BROTHER, -Rochester, N. Y. 


Railroad Iron. 
1000 TONS of an approved T pattern, 
59 lbs. per lineal yard, ready for 
delivery. Also, 1500 tons to arrive in March and 
April next. Apply to 
DAVIS, BROOKS & CO., 


Beaver street, 
January 31, 1852, In 















HEMPFIELD RA 
‘PR eer will be rece 
in Wheeling, for ao twelve or more sec~ 
tions of the Hempfield Railroad, in 
1500 teet in length, through Brady’s H 
Washington, and other heavy work 
Wheeling and Washington. 
Profiles and specifications, with approximate es- 
timates of quantities, will be supplied at the office, 
Tr. M. T. McKENNAN, President. ~ 
CHARLES, ELLET, Jr., Engineer. 
Washington, Penn., March 23, 1852. 


S 


FOR LOCOMOTIVES, 
ADE from the celebrated LOWMOOR IRON, 





\ AD. vy #7 
ived from the 19th. to. 
the 26th of April, at the office of the Engineers, ». 


oan. 







bent, welded and blocked to a true circle, can be» 


imported through the Subscriber, sole Agent for the 
United States and Canadas. 

These tyres gre now running on our principal roads 
in this country, and are sent from Cempany’s 


Works with ONE WELD, at a cost equal to thathere=« + 


tofore charged for those made from two short bars. 
The superior quality of these tyres gives them a 
ae and they ys stand — a —_< 
rders executed for any quan - 
ness and despatch. WM. BAILEY LANG, 
"i No. 9 Liberty Square, Boston. 
To Railroad Contractors, 
Orrice Ituinois Centrrat R, R. 
New York, March 15, 1®52. 
EALED PROPOSALS will be received at the 
Office of the Chief Engineer, in the city of Chi- 
cago, Illinois, for the Grading, Masonry, Bridging 
and Superstructure, or either of them, with or with. 
out materials, on the following Divisions of the 
llinois Central Railroad, to wit: 
First Division, from Cairo to Big Muddy : 
River.............60 miles; 
.“ Big Muddy River 
to Township No. 
1, north of the base 
line of the 3d prin- 
cipal meridian...53 “ 
Bloomington to the 
Illinois River....60 
from Freeport to Du- 





“ 


Second 


“ “ 


Sixth 
Righth 
Ninth 
Tenth 


“ce ty 


“ce “cs 


Chicago to Kanka- 
kee river........55 
Kankakee river to 
Urbana.........70 
The proposals must be for the entire length of 
each Division and will be received at the Office in 
Chicago, as follows: 
For the ninth and tenth Divisions, until April 
15th, 1852, at noon. 
For the sixth Division, until April 22d, 1852, at 


noon. 

For the eighth Division, until April 29th, 1862, 
at noon. 

For the first and second divisions, until May 
27th, 1852, at noon. 


Profiles, Plans and approximate Estimates 


quantities will be ready for inspection, and b * 


forms for proposals and statements of the mode and | 


terms of payment will be furnished at the office, © 


over the New York and New Haven railroad 
senger station, No. 33 Canal Street, New York ci- 
ty, and at the office of the Chief Engineer in Chi- 
cago, Illinois, on and after March 25th, 1852. The 
same, so far as relates to the first and second Divi-. 
sions, may also be found at Jonesboro’, Union Co., 
Illinois—to the sixth division at Lasalie, Lasalle 
County, Illinois—and to the eighth Division, at 
Freeport, Stephenson County, Illinois. 

Separate proposals will rt ad be received at Chi-» 
cago, until the 27th of erp Ties; 

i 


for furni 
Plank, Bridge Timber and or 


les, for the w 

any part of the road. 

, pocthontions may be obtained on on after the’ 
sto ril, , by a ication at the office of the 

Chief Rugldcer: in im = ial 

seca! references will 
quired. » — - ’ 
_ Engineer in- Chief Ulinojg Central R. Ry.» 


pref 


z 


. 


a 


xe Maso 















- aM 





® . « 


F.G5 7.4 






EW AC 3) 





JOURN 


é 






















Seeman emaaes svete stom ae 
supe AES. 
: .DS and car builders are fully in- 
' ‘the following letter from Messrs. 
Ween and ch, of Charleston, 8. ©., the most 
e car builders in the south, as to the euperi- 
a, Springs over those of Ray’s. As this 
those gentlemen is based upon a test made 
these on the same road by side, fur-- 
ther comment is unnecessary. 
be tpl menely filled with an article superior 
to Ray’s at fifty cents a ponee. 
IORACE H. DAY, 
; 23 Courtlandt Street, N. Y. 
March 23, 1852, 


Charleston, S. C., March 14, 1852. 

Horace H. Day, New York: 
Dear Sir—An advertisement having appeared in our 
for the purpose of assisting the New England 
Ca: Spring co. to maintain a monoply and injure you 
in the sale of your springs in our section of country, 
we deem it but an act of justice to ourselves, (who 
have been using your springs for some time past in 
our business), to you and to all interested, to state 
facts which have come under our notice as to the dura- 
b of your springs, in connection with those of 
the New England car spring co. Many of the above 
company’s springs have been in use on one of the 
lar railreads in our State, and have proved to be 
inferior to yours; in many instances they have burst 
with the weight of loaded cars, and once with 
the weight of a car unloaded, when on the other hand 
we have never known yours to fail with any weight 

have been pressed with. 

e above railroad has a number of your springs in 
use, and it was through their foreman of repairs in 
car shop we were induced to try them; he uses no 
other when yours are to be had. We have never 
heard of any freezing in our late cold weather, nor 
are they ted by the heat of our southern sum- 
mers. A consideration of no small magnitude is that 
your springs are 30 per cent cheaper in price, though 
the price would not govern us in our preference were 
not your springs superior. 

Desiring that railroad companies and car manufac- 
turers should not be imposed on by a monopoly to ex- 
tort from them 75 cents per !b. for an article not as 

as you are selling for 50 cents. 

Oblige us by filling our last order at your earliest 
convenience, and wishing you every success, we are, 
very respectfully, yours, 

WHARTON & PETSCH, 
Car Manufacturers, Charleslon, S. C. 


Notice to Contractors. 

ROPOSALS will be received until the 4th of 

May next, at the Office of the Engineer of the 
Company, ia Pittsburgh, for the Grading and 
Bridging on eight miles of the Pittsburgh and Steu- 
benville Railroad, from Pittsburgh to Campbells 
run, comprising a tunnel 500 yards long, and some 
‘heavy sections; and ter such other work on the 
line as may then be ready for contract. Informa- 
tion respecting the work may be obtained at this 
Office, or from W. M. Roberts, Consulting Engi- 
neer, Marion, Ohio. 

By order of the Board. 
D. MITCHELL, Jr., 


Chief Engineer, 
Engineer’s Office, Pittsburgh, 
March 22, 1852, 


Railroad Commission Agency. 


HE Subscriber offers his services to Railroad Co’s 
T and Car Makers for the purchase of equipment 
and furniture of roads and depots and all articles and 
materials required in the construction of cars, with 
cash or approved credit. No effort will be spared to 

the best articles at the lowest market price. 
is sole t for the manufacture of the EN- 
AMELED CAR LININGS, now in universal use. 
The best Artists are employed in d ng new styles, 
and he will make to order pieces with appropriate de- 
for every part of the car, in all colors, or with 
po unds and bronzed or velvet figures. 
He isalso Agent for Page’s Car Window Sash Fas- 
oe. 
any \ 
June 20, 1851. 


all who have used it to 
CHARLES STODDER, 

- Boiler Plates and Axles, 

J, Gian Sedreg sage Low Moor Iron, are of- 











75 Kilby st., Boston. 
fered for sale at the manufacturer's prices by 


WM BAILEY LANG, 
Jen: 22, 1862. No, 9 Liberty Square, Boston. 





Rubber Springs. 
J pee New England Car Spring Co. have™ just re- 

ceived the wing letter from Mr. Bird, of the 
highly respectable firm of Bird & Weld, of Trenton, 
N. J., which they are induced to publieh, as it some- 
what exposes the very transvarent affidavit of Mr. 
Israel Tucker, lately published by Mr. Day :” 


ai Tren March 10, 1852. 
F. M. Ray, Esq. : ei : 


Dear Sir—My attention has lately been called to the 
affidavit of Israel Tucker, lately published in the T'ren- 
ton papers, in which he swears that you made H. H. 
Day, thraugh him, sundry large offers to compromise 
the law suits now pending between Mr. Day and 
Charles Goodyear. I must say that I think there is 
some mistake on the part of Mr. Tucker, for the rea- 
son that Mr. Day has several times requested me to 
use n.y influence with the rubber manufacturers to 
buy him out of the business, and | have as frequently 
tried to induce those parties to buy him out, but have 
alwat s failed—not one of them being willing to pay 
Mr. Day one cent to relinquish the business. The 
last time Mr. Day applied-to me for this purpose was 
just befo.e the patent suit between him and Mr. 
Goodyear was expected to be tried in Boston. We 
met on board the steam boat b.tween Newark and 
New York, on the day the bridge over the Hacken- 
sack river was burned. In that conversation he was 
very particular tu ask me to sec the parties and say to 
them that he would be vory glad to sell out his whole 
interest in the rubber business, including all his ma- 
chinery, and all his patents, and his business stand in 
New York; would give bonds to leave the business 
and not go into it again, and would allow a judgment 
to be taken out against him, so that an injuaction 
could at any time be taken to stop him or any other 
person who should attempt to infringe upon the pa- 
tents, and would alse ugree that all his counsel should 
become the counsel for the other parties. 4 immedi- 
ately called upon yourself, Mr. Charles Ely, Mr 
William Judson, Mr. John Greacen, Junior, Mr. 
R. Ford, and Mr. Candee, and tried very hard 
to bring about a settlement. 1 first called upon you, 
and afterwards upon the others, and got but one an- 
swer from all the parties, that “they would not pay 
Mr. Day one cent to leave the busineys to-morrow ; if 
the patents were good they meant. to sustain them, if 
not, the sooner they went down the better.” Your 
answer was instantly given, “ ‘hal you would not have 
anything whatever to do with any compromise with 
Mr. Day upon any terms whatever.’ tis for these 
reasons that I think Mr. Tucker was mistaken in his 
affidavit that you made him large offers to settle this 
matter, in order that you and your associates might 
have a monopoly in the business. 

In haste, yours truly, 
J.W. BIRD. 


East Tennessee and Georgia 
Railroad. 


TO MASONRY, BRIDGE, AND GRADING 
CONTRACTORS. 

EALED PROPOSALS will be received at the 

Railroad Office at Athens, Tennessee, until the 

2ist day of April next, for the Masonry and Super- 

structure of the Bridge across the Tennessee River 

at Loudon. The Bridge will be 75 feet above low 
water, and 1600 feet long. : 

The Piers and Abutments to be First Class Ma- 
sonry, laid in Hydraulic Cement, and will contain 
about 5000 cubic yards, 

At the same time and place, proposals will be re- 
ceived for the Grading and Masonry of thifty miles 
of Road trom Loudon to Knoxville; a 
the work is heavy, and the whole desirable for con- 
tractors. 

Profiles, Plans and Specifications will be ready 
for examination at the Engineer’s Office at Lou- 
don on and after the 10th day of April. 

By order of the Board of Directors. 

THOS. H. CALLAWAY, Prest. 

Railroad Office, Athens, Tenn., 

Ist March, 1852. 


To Telegraph Companies. 


TELEGRAPH WIRE. 
RDERS taken for all numbers of best quality of 
English Telegraph Wire. Samples at the office 
of the Subscribers. JEE, CARMER & CO., 
m*14 75 Broad st., New York. 


M, B. Hewson, Civil Engineer, 
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India-rubber Car Springs. 
HE New England Car Epring Co. are in the re- 
ceipt of testimonials of the quality of their 
Spr from sources which can. be relied on. The 
following is from Mr. G. W. Whistler, Jr., Supt, 

New York and New Haven railroad: 
New York and New Haven Railroad, } 

Supt’s. Office, New Haven, March 12, 1852, 

To Mr. F. M. Ray, 104 Broadway, N. Y. : 

In answer to your letter of yesterday, I would say, 
that we have used your India Rubber Springs, under 
our care, with great success, We have had an oppor- 
tunity of trying other India Rubber Springs in large 
—* but have never found them to equal your 

prings. 

ery respectf ully, your obedient servant 
|Signed] GEO. W. WHISTLER, Jr., Supt. 


The following is from “Wm. Ettinger & Co., of 


Richmond, Va. : 
Richmond, March 13, 1852. 
F. M. Ray, Esq. : 

Dear Sir :—In reply to yours of the 11th inst. we 
take pleasure in stating that we have during the past 
18 months applied your Springs both for bearing and 
buffer Springs, to some 65 freight and passenger cars, 
and have found them to give the utmost eatisfaction 
to the companies on whose roads they have been 
placed, and we shall continue to use them in prefer- 
ence to any others which we have seen. 

Yours eoccrre 
' WM. ELTINGER & CO, 


Hupson River R.R. Orrice, 68 WareeEn Sr. 
New York, March 5, 1852. 
F. M. Ray, Esa. 


Dear Sir: Since my connection with this road, 
{ have watched with much interest the matter of 
Rubber Springs for railroad cars. 1 have no hesi- 
tation in saying that your Spring is incomparably 
the best article which I have seen or used. I have 
tried others and found them to fail under pressure, 
or to freeze in cold weather and become worse than 
useless, I should prefer using yours at couble 
their cost, to employing any other rubber spring 
which has fatlen under my notice. Your Springs 
possess the rare quality of preserving their elas- 
ticity at all temperatures, 

Yours, ete. Outver H. Leg; 
Late Sup’t Eludson River Railroad, 


Rubber Springs. 

O RAILROAD COMPANIES, CAR BUILD- 
ERS AND OTHERS.—In an ad vertisementin 
the last Railroad Journal, Mr. Day endeavors to en- 
list the sympathies of the consumers of India-rubber 
Springs in his favor, by endeavoring to persuade them 
that he is their champion against monopoly, forget- 
ting, I presume, that he has on more than one occa- 
sion offered to compromise with me, and using, asan 
argument, that in such case I could obtain the entire 
monopoly of the business, and sell the Springs at any 
psice, which I declined todo—relying upon my rights 

and the superiority of my Springs. 

Mr. Day has for months past been trumpeting to 
the world the fabricated statement that the American 
Institute in October last, awarded to, him the first 
premium for the best ! ndia rubber Car Spring. The 
premium for the best India-rubber Spring with the di- 
ploma was awarded to myself. Mr. Day now turns 
upen the American Institute and insinuates that that 
body has been guilty of foul play. I call the atten- 
tion of the public both to Mr. Day’s attempted de- 
ception, and to the mode in whick he now tries to 
get out of the scrape when convicted of it, by im- 
peaching the character of the American Institute, the 
es! umpire selected by himself. 

etther Day nor Fulier have a shadow of a right to 
the patent for an India-rubber Spring, nor to the com- 
position | which ? : made ; 7s Freqoay os 
pantes and responsible parties, infringing my rignts, 
which are now vested in the New England Car 
pring Company,) will be prosecuted. 
F. M. Y, 104 Broadway, 


New York. 


Railroad Iron. 
l 6 5O Tons, weighing about 61 lbs. per yard, 40 
um weighing about 52 lbs. per yard, and 
825 tons, weighing about 534 lbs. Ay y’ of the lat- 
est and most sppcored atterns of T ew ‘or sale by 
B RMAN, JOHNSTON & CO., 
119 Greenwich street. 
New Yok, Aug. 26, 1850. 
N.B.—B_ J. & Co are also prepared to take con- 
tracts for Kiglish rails, delivered in any of the Atlan 








lic portw a the United States, 
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CAR, LOCOMOTIVE, AND TENDER SPRING . 


MANUFACTORY. 4 


Puicapetenia, March 1, 1852. 


We beg leave to present the following Certificates to the consideration of Railroad Com- 
panies and Car Builders, for the quality of CAR, LOCOMOTIVE, AND 
TENDER SPRINGS manufactured by us. 

At the same time we would inform Railroad Companies and Car Builders that we have ex- 
tended our works, and will be happy to execute any orders for Steel Springs for Cars, Locomo- 
tives, or Tenders, of any design or pattern which they may see proper to intrust to us, at the 
lowest pricés, and on terms which will prove satisfactory. 

From our long experience as Spring manufacturers, we are enabled to supply Railroad Com- 
panies with Spring Steel, of superior quality, converted from Swede Steel Iron. 

The iron being imported direct from Stockholm by ourselves, and Converted and Rolled un- 


der our supervision. 


Philad’a, Feb, 27, 1852. 
Messrs, James Jerrrirs & Son, 

Gentlemen: In reply to your inquiries as to the character 
of the Springs furnished by you for Locomotive Engines and 
‘Tenders, I take pleasure in saying that I have found them, 
both in material and workmanship, superior to anything else 
of the kind that ever came under my notice. I have occa- 
sionally tried the Springs of other manufacturers, but in test- 
ing their elasticity and strength with the apparatus I have for 
that purpose, I have found none combining the requisites of 
a good spring, viz., lightness, elasticity, and durability, in so 
eminent a degree as yours., 

I am using them exclusively under the Engines and Ten- 
ders of my make, and can safely recommend them to others. 

Yours truly, M. W. BALDWIN. 


Office, Penn’a Rail Road Co. 
Philad'a, Feb. 26, 1852. 

This is to certify, that James Jeffries & Son manufactured 

nearly all of the Steel Springs used on the Georgia Rail Road 

while I had charge of that work, and have also furnished 

those that have been used on the Pennsylvania Rail Road. 

The character of their work has always given entire satisfac- 

tion, and I cheerfully recommend their Springs to the patron- 
age of Rail Road Companies and Car Builders. 

J. EDGAR THOMSON, 
Ohief Engineer and President Penn’a Rail Road Co. 


Office, Phil’'a, Germantown & Norristown R. R. Co. 
February 28, 1852. 
This is to certify, that I have used the Steel Springs manu- 
factured by Messrs. Jas. Jeffries and Son, for the Locomotives, 
Passenger, and Freight Cars of the above Road, during the 
last 12 years, and have always found them good and efficient 
Springs, giving general satisiaction. R. FRENCH. 


Philadelphia, Feb. 23, 1852. 
This is to certify, that we have used Car Springs made by 
James Jeftries & Son, for the period of twelve years, and find 
them avery superior article, s0 much so, that we shall always 
continue to use them. DUTILH, HUMPHREYS & CO. 
Proprietors of Union Line of Trans, from Phila to Pittsburg. 


Philadelphia, Feb, 27, 1852. 
Messrs, J. Jerrrizs & Son, 

Gentlemen: We have been using your Steel Springs under 
our Cars for a number of years, they have given entire satis- 
faction, and have proved themselves superior to any other 
that we have used. Their good qualities should commend 
them to any who have need of an article so difficult to obtain 
perfect. Yours truly, HARRIS & LEECH, 

Proprietors of Leech's Trans, Line from Phila to Pittsburg. 


Richmond, Jan, 6, 1852. 

Messrs, JErFrrEs & Son: It aifords me pleasure to say, 
that after some six or seven years’ trial of your Springs, I find 
them superior to any other Springs we have used on our 
road, and are 80 wel! eatistied with their merits as to continue 
the use of them. 1 am, very respectiully yours, 

THOMAS SHARP, 
Superintendent R. P. & P. R. R. 
Office, R. & P. R. R. Co. 
Richmond, Va., Jan. 6, 1852. 
To Mr. THomas JEFFRIES, 

Dear Sir: I take pleasure in stating that the Springs made 
by the firm of which you ‘are a member, and which I have 
been using for the last eight years on Locomotives and ‘Ten- 
ders, and, also, on Passenger, Freight, and Coal Cars, have 
given the utmost setisfaction, rt consider them superior 
to any I have received from other establishments during the 
above period, and shall still continue to send you our orders 
for all we may want, Very ctfully yours, 

'HOMAS DODAMEAD, 
Superintendent R. & P. R. R. 


Superintendent's Office, C. R. R. 
Savannah, Ga., Jan, 21, 1852. 
This will certify, that Car and Locomotive Springs made by 
Messrs, James Jeffries & Son, of Philadelphia, have been in 
use on this road for a number of years, an have given entire 
satisfaction, ’ 


M. WADLEY, 
Superintendent, 
os 





Yours respectfully, 


JAMES JEFFRIES & SON, 
REAR OF GIRARD HOUSE. 


Office, Petersburg R. R. Co. 
; Petersburg, Jan, 8, 1852. 
The house of James Jeffries & Son, of Philadelphia, has 
made us a good many Car and Engine Springs, and I take 
great pleasure in stating that they have always turned out 
well, and I believe their work can not be surpassed by any 
in the country. H. D. BIRD, 
President. 


Office, Sup’t T. & M. Power, So. Ca. R. R. Co. 
Charleston, Jan. 21, 1852. 

This is to certify, that the South Carolina Rail Road Com- 
pany have for a number of years been using the Steel Springs 
manufactured by Messrs. J. Jeffries & Son, of Philadelphia, 
for their Locomotive Engines, and for both Passenger and 
Freight Cars, and I take pleasure in stating that they have 
given entire satisfaction, and recommend them to the’patron- 

age of all Rail Road Companies requiring such articles. 

J. D. PETCH, 

Sup't Trans, & Motive Power So, Ca. R. R. Co, 


Philadelphia, Feb, 27, 1852. 

This is to certify, that I have used Springs made by James 
Jeffries & Son for the period of five years, and consider them 
equal, if not superior to any others that { have had in use. 

JOSEPH 8. LEWIS, 
Pennsylvania & Ohio Line, 
Georgia Rail Road, 

§ Augusta, Ga., Jan. 1, 1852 

To whom it may concern,—We have used Springs manu- 
factured by Messrs. James Jeffries and Son, for the Locomo- 
tives and Cars of our road for the last ten years, and have no 
hesitation in recommending them as having given general 
satisfaction. F. C, ARMS, 

General Superintendent, 

Macon & Western Rail Road, 
; Macon, Ga., Jan. 25, 1852. 
Messrs. J. JEFFRIES & Son, 

Gentlemen : This Company has for several years purchased 
and used, under Cars and Engines, Steel Springs manufac- 
tured by you. We have also purchased from other manufac- 
turers and made Springs ourselves, 

Yours have given entire satisfaction, and have proved them- 
selves equal, if not superior to any we have used. Their ex- 
cellent qualities should commend them to all who have need 
of an article so difficult to obtain in perfection. 

Yours, very respectfully, EMERSON FOOTE, 
Superintendent, 


Macon, Ga., January 24, 1852. 
Messrs. Jamxs Jerrries & Son, 

Gentlemen : In reply to your inquiries in reference to Steel 
Springs, I take pleasure in saying, that I have been in the way 
of observing Springs in use on Cars and Locomotives, on va- 
rious Rail Roade, for seventeen years past, more particularly 
on the Central Rail Road of Georgia tor eight years past, and 
during said seventeen years have been practically acquainted 
with your make of Springs, and I have no hesitation in say 
ing, that your Springs with open work are the best Stcel 
Springs I have ever used or seen in use. 

Yours, respectfully, GEO. W. ADAMR&, 
Superintendent S. W. R. R. of Georgia. 
Transpt. Office, W. & A. R. R. 
Atlantic, Jan, 31, 1845. 
Messrs. JAMES Jevrries & Son, 

Gentlemen: This road has used the Springs made by yout 
firm since its first opening, under both Engine and Cars, and 
they have given entire satisfaction to all. : 

Very respectfully, WM. D. FULTON, 
Superintendent, 


Montgomery & West Point R. R. Co. 
Montgomery, Ala., Feb, 23, 1852. 
This may certify, that this Company have been for years 
using, both under their Engines and Cars, Springs from the 
manufactory of James Jettries & Son, of Philadelphia, and 
are so well satisfied of their superiority that we can confident- 
ly recommend them to all companies in need of Springs. 
SAMUEL G. JONES, 
Engineer and Superintendent. 








England Ce Spring mpan 
largest and most respectable Car 
delphia, to which the attention of Raili 
nies, Car Builders, and others, interested in 
of India-rubber Car Springs, is direc‘ed :— 


F. M. Ray, Esq., President of t 
Car Spring Company, Dear Sir :—Hay 
advertisement in the road Journals id 2 
India-rubber Car Spring, made by H. H, Day of your 
city, we ordered some of them for the purpose of 
giving them a trial; but during the last severe ¢old 
weather we found some of them that were exposed 


to the cold, frozen completely stiff, and their 
elasticity, being entirely destroyed. And fearing to 
use springs affected by any extremes of or 

of the atmosphere, we have to return them, 
depend upon you for springs as heretofore, 

yours to be the only reliable India-rubber, Springs, 
under all circumstances, and in all states of the.at- 
mosphere, that have yet come under our notice.— 
Having used many hundreds of your springs during 
the three years last past, we have never known ome 
of them to fail. And as we are determined to use 


none but the best material of every Suerte in yA 


business, you wiil oblen 0 ae 
springs as soon as possible. ery respec 
Signed. KIMBALL & SORTS ~ 
Our object in publishing the above is to prevent any 
of our other customers being misled by parties adver- 


tising to supply cheap India-rubber Springs. 
NEW ENGLAND CAR — Cco.,;* 


04 Broadway. 
To Inventors. 

$3,000 Rewarp— To Mecwanicat INVENTORS 
anp Orners.—In view of the many accidents oc- 
curring on Railroads, and with a desire to promote 
the safety and comfort of railway passengers, ‘the 
undersigned proposes to offer for competition the 
following premiums: 

$1,500 for the best invention for preventing loss 


of life from collisions, and from the breaking’ of 
axles and wheels, 


$800 for the best method of excluding dust from 
cars when in motion. 


$460 for the best railroad brake. 


$300 for the best sleeping or night seat for rail- 
road cars. 


The premiums will be open for competition, from 
this date until the next annual Fair of the Ameri- 
can Institute, where they are expected.to be on ex- 
hibition: and no invention already introduced to 
the public will be entitled to compete for the prizes, 
[t must be understood that these inventions are to 
be such as can be adopted and put into general use, 
the inventors in all cases retaining theirtight to 
patents. ‘4 

The above will Be left to the decision of compe= 
tent judges, appointed by a Cummittee of the Amer= 
ican Institute, to whom all applications on the’sab- 








ject must be addressed. F. M, RAY. 
New York, January 1, 1852. 

GLENDON MS 
LOCOMOTIVE TIRES, 
FOR SALE BY 

GEORGE 


RGK GARDNER & CO,, 
oO. rty = uare, 
BOSTON. 


Lithographic Printing, 
169 Chestnut St., Philadelphia, 
es iy BREST & CO. 
Diegmcenearenaeeeen ined ine atte 


Title pages, embossed labels, maps, cards, bill 
as well as transfers from steel at copper, 
in superior style 


Freight Cars. 5s ‘be aan 
50 Eight Wheeled platform cars made in the most 


thorough manner of the best moteteinemteyee 
of construction -- India-rubber 
immediate) 











te delivered iy. on 
GORDON Mek AY. keca. 


March 23 tf. 
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bia fey ” who are 
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shed 
' may extort 
other rubber goods, 
before two advertisements 


which they have never returned, or 
frozen, and the other denying thai 
obtained the premium of the American Institute, in 
October last, for the best car spring. 
an offset to that clumsy and transparent device, 
the eal from Messrs. Lippincott & 
extensive Car Builders, of Mauch Chunk, Pa., 
of my customers, who procured frem me at the 
time, and out of the same lot that Kimball & 
ig were sent, SIX HUNDRED sPRINGs and used 
the coldest sections of that State. This I 
answer to that manufactured 
certificate to break down individual energy and en- 


terprise, and build up a vast monopoly. 
ws Mauch Chunk, Carbon Co., Pa., 


Feb. 20, 1852. 
Mr. H.H. Day: 
Dear Sir—We have been using your make of Rub- 
under the coal cars that we have been 
is winter, and are satisfied tht they are the 
BEsT ARTICLEs of the kind we have ever seen, and 
take pleasure in recommending them to those build- 


cars. 
Yours tfull 
PipPINCOTT & MINER.” 


The fact that I am selling for fifty cents as good, if 
\ than the combination are charging 
seventy-five cents for, and that I now own the only 
and genuine patent, will sufficiently expla‘n 
to the Railroad public why they are resorting to such 
means to prevent my Springs being tested, 
their reputation established upon the different 
roads. I tee my ye to stand all varieties 
of climate be the United States, and to wear as long 
as any other Rubber Spring in use on any of the roads 
in the Union. 

I repeat to the public, that in October last, the Am- 
erican Institute awarded me the Premium for the best 
Car after a fair test between mine and Ray’s. 
By reference to the awards published by the Institute 
itself at that time, upon its own records, and in the 

in this city, this fact is established beyond 

| se By what process of legerdemain the New 
may have procured the cer- 
shed, I neither know or care. 













but 
to have been 





du 


Car Be see 
tificate ve pu 
The ifierence is this, my award was made to me at 
the time, and in the same public manner, all other 
awards of the American Institute were made and pub- 
fished under their own direction. The award of the 
New England Car Company, if any such exist, must 
have been procured within a few days p1st, in a man- 
ner and by means, aan to say the least of it, surrounds 
it with suspicion and distrust. 

‘ HORACE H. DAY 
No. 23 Courtlandt street, N. Y. 


Spikes, Spikes, Spikes. 

N n wishing a simple and exective Spike 
A M ,or a number of them, may be supplied 
; p J. W. FLACK, Troy, N. Y. 

/ or, MOORE HARDAWAY, Richmond, Va. 

March 6. 1960. 
To Car Builders and Rail- 
road Companies. 

HM subscriber is now part owner of “ Fuller’s 
Patent India RubberCar Springs,” and cautions 
all persons interested of his determination to maintain 
his rights under this patent, Fuller's patent is the 
first, and only genuine patent. Extensive 
arrangements are made to supply the springs to car 
builders, railroad companies, and all who req'iire the 








use of this patent. 
The - fixed at 50 cents per pound, including 
the to use the patent. 


American Institute have just awarded the ad- 
vertiser the first premium for best India ruber car 


from any part of the United States, giving 
theexact size of the pieces of rubber required, will be 


No person has authority to make or vend the 
Tadia rubber car springs, which operate by compres- 


pes ; HORACE H. DAY, 
Oldest manufacturer of India rubber now in the busi- 
— the United 


street, New York, 






and owner of nineteen | cent. 
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7% t hy. s 
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India-rubber 


ON, 









NN advertisement havi = — agi 
ve} i 
A public papers, signed 1. H. De) alaiming. to 


have received trom the American Institute, the pre- 
mium for.the best India-rubber Car Spring, the sub- 
scribers think it well for the satistaction of their 
friends and those interested, as well as for the pur- 
ose of exposing false statements, to publish the fol- 

lowing Diploma, lately awarded to F. M. RAY, the 
inventor of the Spring. The original of which can 
be seen at the office of the company, No. 104 Broad. 
way, New York. 

1PpLOMA—Awarded by the American Institute to 
F, M. RAY, for the best India rubber Car Spring. 
A Gold Medal having been before awarded. 

Signed, JAMES TALLMADGE, 


; Presiaent. 
N. Meas, Recording Sec’y. 
AponirAm CuHanp ea, Cor’g. Sec’y. 
New York, Oct., 1851. 
New England Car Spring Co., No. 104 Broadway, 
New Yorh. 7tf. 


S. CULBERTSON & CO., 
12 BROADWAY, NEW YORK, 
D. N. Pickering, 

’ BOSTON, MASS, 
ProprRIETORS AND MANUFACTURERS OF 


DEVLAN’S PATENT LUBRICATING 


OIL, 
Equally applicable to light and heavy Bearings, 

: Fast Speeds, etc. 
This Oil,as a Lubricator, possesses the following 
advantages over all other Oils: 
First, It runs machinery with less friction, there- 
by enabling Manufacturers, Steam Ships, Steam- 
boat and Railroad Proprietors to accomplish more 
with the same motive power, and to save their ma- 
chinery from unnecessary wear. 
Second, It produces no Gum upon machinery, 
whereas all other Oils exhibit more or less, On 
machinery which is clean when it is introduced, it 
is warranted to run any length of time without 
showing any indications of gum. 
Third, It will clean off any old gum that may 
have accumulated upon Slides and Journals from 
the use of bad Oils. 
Fourth, As two gallons cf this Oil will last as 
long as three of Sperm, and as it is thirty or forty 
cents a gallon cheaper, the consumer saves, by us- 
ing it, at least fifty per cent. in cost. 

PRICE $1.00 PER GALLON. 

It is now in use onthe Baltimore & Ohio, Balti- 
more & Philadelphia, Susquehanna, Pennsylvania 
Central, Reading, New London, Willimantic & 
Palmer Railroads. Also, on numerous Steamers, 
and in various Manufactories. 


Reading, Pa., July 12, 1850. 
Mr. P. S. Devuan, Patentee 
of the Improved Lubricating Compound : 
Dear Sir,—In answer to your favor of the 11th 
inst., asking our opinion of your Oil, I would reply ; 
We have had your Patent Oil in use upon the 
Reading Railroad for some five months past, during 
which time we have used it on aur locomotive cars 
and stationary machinery of pa A description to 
the amount of twelve thousand gallons. It has an- 
swered the purpose to our entire satisfaction, prov- 
ing equal tothe best Sperm Oil, in both lubricating 
and lasting qualities, and securing to us an econo- 
my in its use of Forty per cent. compared with the 
best Sperm Oil. It does not “gum” nor “choke,” 
runs and feeds freely, and is as pure and clean, and 
free from sediment or deposit as the best Sperm Oil. 
We are at present using it everywhere on the road. 
Yours, very respectfully, G. A. NICOLLS, 
Engineer, etc., Reading Railroad. 





Allaire Works, New York, June 23, 1851. 
We are using Devlan’s Patent Lubricating Oil 
upon all our machinery, both light and heavy, and 
find it better tharf any other. It is a most perfect 
lubricator, keeping the machinery clear and the 
journals cool. e have no doubt that it must come 
into general use in Manufactories and upon Steam} 
ships and Railroads, as it is worth more, gallon for 
gal ap trens the best Sperm Oil, and is some 40 per 


eaper. 
E. WINSHIP, Foreman Al’re Works. 
J, BREASTED, Manager Al’re Works, 





» duirieinAd. 








e 3) + by ’ 1, 1851. 
Sirs, —1 eh pec Oil, abe ¥, On the 
steamship Southerner, and consider it superior in 
every respect to any OilI have ever used. I have © 
had no heating of journals since I have been using 
it. 1 consume not more than two-thirds the quan- 
tity that Ido of other Oils, and my machinery runs 
cleaner and with less friction than it ever run be- 
fore. Lintend using no other Oil in future, and 
sai ti eae a it to others as the cheapest 
and best Machiuery Oil oo ar buy. 

HENRY FARMER, 
Chief Engineer Steamship Southerner, 


Philadelphia, April 4, 1849, 
Mr, P. 8S. Devuan: 

Sir,—The Patent Oil you sent me to try, and 
which you design as a substitute for Sperm, has, I 
am happy to say, more than realized my expecta- 
tions. I first had it fully tested on a locomotive.en- 
gine for two days, by a skillful engineer, who as- 
sures me that it works equal to the best sperm Jil, 
with a saving in amir 4 of at least Fifty per cent. 
This saving,together with the greatly reduced price, 
at which you inform me you can furnish the arti- 
cle, recoramends its use on Railroads, Mills and 
Factories, where large quantities of Oil are used. 
[ have no doubt of its entire success, and under that 
impression tender you my sincere congratulations, 

Traly yours, WILLIAM ENGLISH, 
. Sup’t Columbia Railroad, 


Philadelphia, Nov. 12, 1850. 

I certify that Devlan’s Patent Lubricating Com- 
pound, hag been thoroughly tested upon the Phila- 
delphia & Reading Railroad, and all its locomotive 
engines, cars, and stationary machinery, and that 
the reports of the same have been most favorable 
and satisfactory, ahowing it to be fully equal to the 
best Sperm Oil in its lubricating and lasting qual-° 
ities, JOHN TUCKER, 
President Phila. & Reading Railroad Co. 


Zine Paint. 
HE NEW JERSEY ZINC COMPANY hav- 
ing enlarged their works are prepared to offer 
their valuable Zinc Paints at greatly reduced prices. 

Their White Paints which are now sold at for No. 
1, 9 cents, for No. 2, 8 cents, and for No. 3, 7 cents, 
are much cheaper than any preparations of white 
lead, as they cover from 40 to 50 per cent more sur- 
face. These paints do not change color when expos- 
ed to bilge water, coal gas or sulphurous vapors; and 
as they dry much harder, are more easily kept clean 
than other paints. 

The Brown and Black Zinc Paints are peculiarly 
adapted to all kinds of iron works. Being oxide of 
zinc, they galvanize the iron and preserve it more 
effectually than any other covering, These are sold 
at 5} cents, at which price they are the cheapest 
paints for outside work, such as depots, station hous- 
es, machine shops, bridges, etc. 

These paints dry rapidly, forming very hard sur- 
faces, which resist the action of the weather much 
longer and are more nearly Fire Proof than any oth- 





er paints 3 
MANNING & SQUIER. Agents, 
Warehouse No, 45 wal street, 
Feb. 14. ew York. 





RAILROAD CAR 
AND COACH TRIMMINGS. 


Doremus & Nixon 
IMPORTERS AND FURNISHERS 
HAVE FOR SALE 
Plain Garnet Plush. | Fig. Garnet Plush(Butterfly pat. 
*. n ‘ * Crimson ‘ (Elegant. 
- ts - ‘* (Gen. Taylor. 
BROCATELLES. 
Crimson Silk Brocatelles. | Gold and Maroon do. 
Gold and Blue ‘“ ‘ Brown ‘* 
Silkand Wool ‘ of every color. 
MOQUETTS, 
Of elegant designs and colors. 
GERMAN CLOTH FOR CAR LININGS. 
The most beautiful goods ever shown in this coun- 
ty, and the subscribers are the sole agents for the sale 


‘© Scarlet 


0 le 
Oil cloths Enamelled with Gold. ) These can be 
Da tempat |. Sea ae 
0. ver U Vv n » 
of every desert eee eD Bal 
every and q 
New York, 1060. lyl@ 














